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HOCH-SMITH RESOLUTION 


Interpretation of the Hoch-Smith rate revision reso- 
lution goes merrily on. Now comes Senator Gooding, 
of Idaho, and sees justification therein for an order by 
the Commission revising the rates to and from Idaho so 
that the intermountain country will not pay as high 
rates on westbound traffic as are paid by Pacific coast 
points. The senator was not successful in getting Con- 
gress to enact what would have been practically a rigid 
long-and-short-haul clause, so far as the intermountain 
country is concerned, so he comes before the Commis- 
sion for relief under the Hoch-Smith resolution that 
would; if obtained, be much greater than he would have 
obtained by enactment of the Gooding bill. 

If our memory serves us correctly, Senator Gooding, 
in the hearings on the Gooding bill, asserted that all he 
wanted for Idaho was that it should pay rates no higher 
than those paid by the Pacific coast cities. Opponents 
of the Gooding bill charged that, if the bill were passed, 
the next step of the intermountain interests would be 
to seek graded rates so that Idaho points would pay 
lower rates than those paid by Pacfic coast points. The 
Hoch-Smith resolution, as apparently construed by Mr. 
Gooding, is a much better piece of legislation for inter- 
mountain purposes than a rigid long-and-short-haul 
clause act would have been. 

Senator Gooding’s plea, printed elsewhere, based, as 
it is, on the allegation that proper consideration has not 
been given to distance as an element in rate making, is 
interesting, particularly in view of the fact that others 
see in the Hoch-Smith resolution a mandate of Congress 
to the Commission that the rate-making body must get 
away from mileage in making rates. 

Senator Gooding is a member of the Senate commit- 
tee that approved the resolution. Perhaps he knows 
what the intent of Congress was in adopting it. We 
have listened to and read many more or less learned 
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interpretations of it. Some interpretations are more or 
less influenced by self interest. Some are dictated by 
the desire for strategic action that will nullify its possi- 
ble bad intent. Others are genuine and thoughtful. But 
all are merely interpretations and none has any assur- 
ance of being adopted, either by the Commission or the 
courts, or of being accepted by Congress itself as the 
expression of its real thought. 

For ourselvés, no matter how much a certain inter- 
pretation may appeal to us as sound, or how much we be- 
lieve that such interpretation ought to be insisted on as a 
guide for the Commission’s course, we think there ought 
to be immediate and insistent action for repeal of the 
resolution. Take, for instance, the view of the National 
Industrial Traffic League that the resolution does not 
change existing law, and the able brief drawn up in 
support of that view. We hope it is correct and we hope 
the Commission will follow it, but we have little hope 
that such will be the case, for we believe the Commis- 
sion is sensitive to the wishes of Congress. 

No man who has been in touch with events and has 
any insight into the purpose of Congress, or those mem- 
bers of Congress who were responsible for the Hoch- 
Smith resolution, can doubt for a minute that what they 
intended was relief for the farmer by giving him lower 
freight rates. In order to accomplish this without mak- 
ing a glaring exception in the case of agriculture, the 
Commission was instructed to review the entire rate 
structure with a view to relieving any industry in finan- 
cial need, agriculture, however, being especially men- 
tioned. That is the common-sense view of the Hoch- 
Smith resolution. Now, Congress may not have been 
successful in doing what it had in mind. Legal sagacity 
may succeed in reading some other meaning into the reso- 
lution and in persuading the Commission or the courts: 
to accept that meaning. But such efforts may not be 
successful. If they are not, then we have a vicious 
change in our method of making rates. Even if they 
are successful, we still have a resolution that provides for 
a long and expensive investigation with resulting dis- 
turbance and uncertainty in business while it is being 
conducted. So, from any point of view, the Hoch-Smith 
resolution is objectionable and should be repealed. 

“But,” say the supporters of policies that, they hope, will 
result in a favorable interpretation of the resolution, “it will 
be time enough to move for repeal when and if we find that 
our view does not prevail and the Hoch-Smith resolution 
is interpreted by the authorities as you fear it may be.” We 
respectfully reply that this is not correct. The thing to 
do with bad legislation is to repeal it. The time to begin 
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== Over its own bridge and its 
own rails the Illinois Traction System sends its 


= trains across the Mississippi river. This modern electric 
railway is the only carrier with an independent entrance into St. Louis. 


The McKinley Bridge makes 


possible the handling of freight to and from 


St. Louis without the delays incident to joint handling. 
This means a saving in time for the shipper. 


Gie freight terminal of 


the Illinois Traction System is 
situated in the very heart of the 
business district, affording convenience 
in loading and delivery for the shipper 
and the consignee. 





In addition to its own 


terminal facilities the Illinois 
Traction System through joint rates 
and track connections with all rail- 
ways, reaches every industry in St. Louis, 
Granite City and the East St. Louis district. 
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action for repeal is now—always now. One cannot go 
to Congress at a given time and either respectfully or 
peremptorily suggest that this or that piece of legislation 
be wiped out. Congress has to hear from the folks back 
home. Either new legislation or repeal of old legislation 
is usually the result of pressure from constituencies; 
which, in turn, has to be caused by education. » Educa- 
tion takes time. The people—or enough of them to be 
helpful—must be.convinced that the Hoch-Smith reso- 
lution is bad legislation. The time to begin this work is 
right away. 

In our opinion, the only proper and effective course 
is to take the position, if you will, that the Hoch-Smith 
resolution means thus and so and, therefore, can do 
little harm, but even so, it is well known what the resolution 
was meant to accomplish and there is ample ground for 
fear that its purpose will be achieved; therefore, it should 
be repealed. Talk of offending Congress and arousing 
the embattled farmer is nonsense. Congress might as 
well be offended now as later, as far as that is concerned, 
but why fear to offend our servants by telling them what 
we want them to do? As for the farmer, he is among 
those who must be educated. If he thinks lower freight 
rates will help him materially, he must be undeceived. 
If that is not possible he must at least be convinced that 


he ought not to ask for special favors at the expense of 
others. 


One may not entirely approve the language of the 
resolution on this subject adopted by the delegates to 
the meeting of the Associated Traffic Clubs of America 
at Kansas City; one may even believe that the Hoch- 
Smith resolution will finally be interpreted in such way 
as not to be harmful; but still the program of this asso- 
ciation, if ratified by member clubs, we believe to be the 
proper one. It demands repeal of a resolution that, at 
worst, is subversive of sound public policy and, at best, 
is foolish and expensive. As the resolution from the 
delegate body is discussed by member clubs, we hope at 
least a modicum of public education will result. We sug- 
gest that, where this matter is discussed at club meet- 
ings, senators and members of Congress available, now 
that they are at home, will be invited to attend, not only 
that they may come into contact with traffic club ideas 
on this specific subject, but that they may be informed 
generally as to what the traffic clubs are and the impor- 
tance of their views. 


One of the arguments advanced by those who, for 
one reason or another, are opposed to moving for repeal 
(though they wish the resolution had never been adopted 
and fear evil will result) is that the Commission, in view 
of the situation brought out by the petition of western 
carriers for an increase in revenue, will find it impossible 
to do anything under the Hoch-Smith resolution in the 
West, because, there, rates-must be increased instead of 
decreased. We do not see that at all. The Hoch-Smith 
resolution, giving it the interpretation intended by its 
sponsors, does not necessarily mean lower rates, even 
on agricultural commodities. It merely means that agri- 
cultural rates shall be as low as legally possible, in com- 
parison with other rates. There is no reason why, for 
Instance, the Commission, desiring to please Congress 
and, at the same time, give the carriers the revenue to 
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which they are entitled, should not raise rates on every- 
thing that moves in the west but not raise them so 


much on agricultural commodities as on other com- 
modities. 


From any point of view that we can imagine, we think 
the thing to do is to press for repeal of the Hoch-Smith 
resolution. The queer thing about the situation is that 
practically everybody thinks it more or less bad legisla- 
tion and yet so many find reasons for not doing anything 
about it except to try to have it interpreted in the way 
that will do the least harm. Do that, by all means, we 
say, but also try to erase the resolution from the books. 


Cc. R. L & P. CONTROL OF ST. L. S. 


The Traffic World Washington Bureau 


The Chicago, Rock Island & Pacific Railroad Company has 
applied to the Commission for approval of the acquisition of 
control, under paragraph 2 of section 5 of the interstate com- 
merce act, of the St. Louis Southwestern Railway Company, by 
purchase of stock. 

The applicant said that at this time it exercised over the 
Southwestern such control as was incident to the ownership by 
applicant of $14,926,800, face amount, of the capital stock of 
the Southwestern, consisting of $13,348,000 preferred stock and 
$1,578,800 of common stock. The total capital stock of the 
Southwestern now outstanding in the hands of the public is 
$36,249,750, consisting of $19,893,650 of preferred stock and $16,- 
356,100 of common stock. 

The applicant set forth that the following officers of the 
Rock Island were also directors of the Southwestern: Charles 
Hayden, chairman of the board of directors; James E. Gorman, 
director and president; Marcus L. Bell, director, vice-president 
and general counsel; and Nathan L. Amster, director. Hayden 
and Gorman are also members of the executive committee of 
the Southwestern. The holding of the foregoing positions has 
not yet been approved by the Commission, but applications for 
such approval are pending. 

The applicant said it was not proposed at this time to con- 
solidate the two systems into a single system for ownership or 
operation, although it was expected that incidental operating 
economies of substantial importance would develop as a result 
of the interest of the Rock Island in the Southwestern. The 
applicant said it had purchased the shares of stock of the South- 
western at private sale and in the open market and that the 
market value of the preferred stock, according to current quo- 
tations of the New York Stock Exchange, was from 70% to 71 
and of the common stock from 45 to 46. The acquisition of con- 
trol will be in accord with what the officers of the Rock Island 
understand to be the policy of Congress and the Commission 


with respect to consolidation of railroads, according to the ap- 
plication. 


NICKEL PLATE MERGER HEARING 


The Trafic World Washington Bureau 


To round out his recital concerning the steps taken to get 
the Van Sweringen merger going J. J. Bernet, president of the 
Nickel Plate, took the witness stand at the resumed hearing on 
May 6 for redirect examination by W. A. Colston. He amplified 
declarations about economies to be accomplished by unified 
operation. 

Richard F. Grant, of M. A. Hanna Co., Cleveland, president 
of the Chamber of Commerce of the United States, gave it as his 
opinion that the unification of the railroads in the proposed sys- 
tem would be in the public interest. 

Those things that improve service and reduce cost of oper- 
ation, he said, were in the public interest. Improvement of 
service, he said, could be brought about by unification of control 
of transportation systems in accordance with the national policy 
to foster consolidation and unification. But men with the vision 
and ability to carry out unification and consolidation were rare, 
although in the Van Sweringens he said the country had two 
men of such vision and ability. Their plan and the testimony 
that had been given in support of it in his opinion were in the 
public interest. 

The witness gave spirited answers on cross examination, 
especially to that conducted by H. S. Bird, particularly about ob- 
jecting minority interests. He classified them as being those 
who bought their stock as an investment, and those who bought 
“into a company” and “covered themselves with woe” on account 
of what was proposed. He also referred to the last mentioned 
class as “self-anointed” who bought their stock so that they 
might stand among the “oppressed.” The first class, he said, 
should be given great consideration and should come out of any 
proposed deal with as-much as they had before it was made. 
The second class, he said, should consider themselves as for- 
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tunate if they came out with the money they paid for their stock 
“without counsel fees.” The sally about counsel fees caused 
laughter. 

W. C. Hull, assistant to the vice president in charge of 
traffic of the Chesapeake & Ohio gave data to show economies 
and expedition in service that would be achieved by what was 
proposed, saying among other things that Hampton Roads ports 
would have everything to gain from the execution of the phan. 

Mr. Hull was cross-examined at length by counsel for pro- 
testing Chesapeake & Ohio and Hocking Valley stockholders at 
the hearing on May 7. Mr. Anderson, counsel for C. & O. mi- 
nority stockholders, asked the witness to prepare for the record 
a detailed statement showing instances of delay to coal ship- 
ments, originating on the C. & O., at the Cincinnati gateway. 
Mr. Hull said there were occasions on which there had been 
such delay, but that he could not give exact dates from memory. 
Mr. Anderson’s line of questions apparently were based on the 
contention that the C. & O. coal traffic had been moving as 
expeditiously as it would move if the C. & O. were merged with 
the Nickel Plate system. 


FORD PROPOSES MERGER OF LINES 


The Detroit & Ironton Railroad Company has applied to the 
Commission for authority to acquire and operate the existing 
lines of the Detroit, Toledo & Ironton Railroad Company, includ- 
ing the line of the Toledo-Detroit Railroad Company now oper- 
ated by the D. T. & I. The properties involved are controlled by 
Henry Ford. The applicant said it planned to finance the pro- 
posed acquisition by issuing its securities in exchange for se- 
curities of the D. T. & I. It said the lines involved in fact con- 
stituted one railroad and could be most conveniently and eco- 
nomically operated under one corporate management, and that 
the applicant was better able than the D. T. & I. to finance the 
ownership and operation of the combined properties. 


MAINE CENTRAL-HEREFORD CASE 


The Commission has authorized the Maine Central to ac- 
quire control of the Hereford Railway Company by purchase of 
stock to the end that the Maine Central may terminate the 999- 
year lease under which it has been operating the property since 
1890 and abandon operations. The Commission authorized the 
Maine Central to abandon that part of the line in the United 
States, provided it established joint rates with other railroads 
over which would move the freight now moving by the Hereford, 
and the Maine Central’s other lines. The line extends from a 
point on the boundary line between Vermont and Canada to 
Lime Ridge, Quebec, a distance of about 52 miles. Less than a 
mile of the line is in the United States. The line has been 
operated at a heavy loss and the Maine Central will save money 
by acquiring control of the stock and by terminating the lease. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 25 totaled 
959,225 cars, an increase of 36,447 cars over the week before, 
according to reports filed by the carriers with the car service 
division of the American Railway Association. 

This gain, compared with the preceding week, was due prin- 
cipally to increases in the number of cars loaded with ore, coal, 
grain and grain products and live stock, although all commodi- 
ties reported increases over the week before with the exception 
of coke and merchandise and less-than-carload freight. Com- 
pared with the corresponding week last year, the total was an 


increase of 80,838 cars, but a decrease of 3,353 cars under the > 


corresponding week in 1923. 

Loading by districts the week ended April 25 and for the 
corresponding period of 1924 was reported as follows: 

Eastern district: Grain and grain products, 8,366 and 7,289; live 
stock, 2,739 and 2,999; coal, 40,525 and 28,788; coke, 2,186 and 2,115; 
forest —. 5,331 and 5,255; ore, 1,875 and 2,608; merchandise, 
L. C. L., 70,634 and 69,280; miscellaneous, 95,111 and 90,013; total, 
1925, 226,767; 1924, 208,347; 1923, 246,163. 

Allegheny district: Grain and grain products, 3,368 and 2,222; live 
stock, 2,211 and 2,323; coal, 40,655 and 32,300; coke, 5,092 and 5,191; 
forest products, 3,366 and 3,795; ore, 5,819 and 4,021; merchandise, L. 
C. L., 53,086 and 51,141; miscellaneous, 83,437 and 78,171; total, 1925, 
197,034; 1924, 179,164; 1923, 216,031. 

Pocahontas district: Grain and grain products, 188 and 202; live 
stock, 76 and 98; codl, 30,473 and 23,566; coke, 474 and 357; forest 
products, 1,717 and 1,562; ore, 79 and 88; merchandise, L. C. L., 7,10 
one ee) eoemnncons, 5,317 and 4,897; total, 1925, 45,426; 1924, 37,330; 

Southern district: Grain and grain products, 3,228 and 3,698; live 
stock, 1,558 and 1,625; coal, 18,287 and 15.236; coke, 1,030 and 1,061; 
forest products, 25,206 and 24,544; ore, 1,463 and 1,598; merchandise, 
L. C. L., 40,310 and 38.920; miscellaneous, 58,446 and 45,497; total, 
1925, 149,528; 1924, 132.179; 1923, 139,492. 

Northwestern district: Grain and grain products, 8,241 and 9,050; 
live stock, 7,473 and 8,907; coal, 4,409 and 5,015; coke, 1,380 and 1,075; 
forest products, 20,823 and 21,659; ore, 29,432 and 15,827; merchandise, 
L, C. L., 32,050 and 30.296; miscellaneous, 38,263 and 32,937; total, 
1925, 142,071; 1924, 124,766; 1923, 122,260. 

Central western district: Grain and grain products, 7,445 and 
10,972; live stock, 13,469 and 13,349; coal, 9,518 and 9,646; coke, 287 
and 294; forest products. 12,053 and 11,043; ore, 3,290 and 2,878; mer- 
chandise, L. C. L., 36.580 and 36,540: miscellaneous, 50,145 and 49,627; 
total, 1925, 132,787; 1924, 134,349; 1923, 141,472. 

Southwestern district: Grain and grain products, 3,190 and 4,412; 
live stock, 3,602 and 3,299; coal, 3,463 and 3,021; coke, 158 and 144; 
forest products, 8,938 and 9,262; ore, 536 and 397; merchandise, L. 
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C. L., 15,337 and 15,150; miscellaneous, 30,388 and 26,567; total, 1925, 
65,612; 1924, 62,252; 1923, 58,089. 

Total, all roads: Grain and grain products, 34,026 and 37,845; live 
stock, 31,128 and 32,600; coal, 147,330 and 117,572; coke, 10,607 and 
10,237; forest products, 77,434 and 177,120; ore, 42,494 and 27,417; mer- 
chandise, L. C. L., 255,099 and 247,887; miscellaneous, 361,107 and 
327,709; total, 1925, 959,225; 1924, 878,387; 1923, 962,578. 


Compared with the preceding week this year, increases in 
the total loading of all commodities were reported in all dis- 
tricts except the Southern and Southwestern. All districts also 
reported increases over the corresponding week except the Cen- 
tral Western, while all except the Eastern, Allegheny, and Cen- 
tral Western districts reported increases compared with the cor- 
responding week in 1923. ; 

Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 
Five weeks in January.......... 4,450,993 4,294,270 4,239,379 
Four weeks in February......... 3,619,326 3,631,819 3,414,8 
Four weeks in March........... 3,694,916 ,661,922 3,662,552 
Four weeks in April............. 3,721,662 3,498,230 3,764,266 
EE cksacndecagbeveetnews 15,486,897 15,086,241 15,081,006 


MARCH OPERATING RESULTS 


Gross operating revenues of the class I railroads, having 
a total mileage of 236,550 miles, amounted to $486,484,801 in 
March, according to reports filed by the carriers with the Com- 
mission and compiled by the Bureau of Railway Economics. This 
was a decrease of $18,886,586, or 3.7 per cent, under March last 
year, the Bureau said, continuing as follows: 


Operating expenses totaled $377,265,486, a reduction of $13,336,445 
or 3.4 per cent under those for the same month last year. 

The net railway operating income for the Class I railroads in 
March was $73,116,672 compared with $80,320,047 in March last year 
or a decrease of $7,203,375. 

The net operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

Class I railroads for the first three months this year had a net 
railway operating income of $203,881,770, which was at the annual 
rate of return of 4.48 per cent on property investment compared 
with $203,348,527 or 4.61 per cent for the same period last year. 

Earnings by districts for the first three months this year with 
wy 8 panna of return based on property investment on an annual 

asis follows: 


IN TIN ais o oo io 0k sce deiv-enwicvineeas $ 8,737,171 5.69% 
ee aa 5. 0 a ecare ase iba Kibo gi lee 37,361,308 5.29% 
CEMA TONUSID TOGO... oo ciccecccccecscses - 39,396,784 4.47% 
SEE IO, ov vive reccwecesetcccceseucoes 13,868,659 6.72% 
TOtal WASterh DistlIicl.....icccccscsovesccecs $ 99,363,922 5.10% 
Dotel Sewthieen Wistrict .ooccssccccccewvcccls $ 41,048,695 5.71% 
INGFUM WENGER TROBION cccricccccccsccccccceceeed $ 11,967,409 2.11% 
Central Western Resion........cccccceccceccocs 31,427,733 3.65% 
BOUL WORTETE: TROMION occ cccccnccccccvcceccccese 20,074,011 4.39% 
Total Western District... sccccccccrcccoes $ 63,469,153 3.36% 
Re ay Sc $203,881,770 4.48% 


Twenty-eight Class I carriers operated at a loss in March, of 
which eight were in the eastern, one in the southern and nineteen 
= P.-d western districts. In February, twenty-seven had operating 

Class I carriers in March expended $169,936,609 for maintenance, 
a decrease of nearly $3,000,000 or 1.7 per cent under March, 1924. 
Maintenance of way expenditures alone in March this year totaled 
$61,090,200, an increase of $1,486,400 over the same month last year. 
Expenditures for maintenance of equipment totaled $108,846,370, a 
decrease of $4,459,900 compared with March one year ago. 

Carriers in the eastern district had a net operating income in 
March of $36,119,589 compared with $40,965,436 in March last year. 
Freight traffic in the eastern district in March, according to incom- 
plete reports, was about 6.5 per cent under the corresponding period 
last year. Gross operating revenues of the Eastern carriers totaled 
$242,799,409, a decrease of 5.9 per cent under March the year before. 
Operating expenses totaled $190,212,426, a decrease of 5.2 per cent 
under the same month last year. Class I carriers in the eastern dis- 
trict during the first three months this year had a net operating 
income amounting to $99,363,922 compared with $98,993,577 during 
the corresponding period last year. 

Class I carriers in the southern district in March had a net op- 
erating income of $16,075,419 compared with $14,479,659 in March 
last year. Freight traffic on the Southern roads in March was about 
two per cent over the same month last year. Gross operating reve- 
nues of the southern carriers in March totaled $72,438,198, a decrease 
of 2.2 per cent under the same month last year while operating ex- 
penses totaled $51,010,258, a decrease of two per cent under March, 
1924. The net operating income for the Class I roads in the Southern 
district for the first three months this year was $41,048,695 compared 
with $38.645,162 during the same period last year. 

Carriers in the western district had a net operating income in 
March of $20,921,664 compared with $24,874.952 for the same month 
last year. Freicht traffic in the western district showed an increase 
of approximately one-half of one per cent over March, 1924. Gross 
operating revenues of the western carriers totaled $171,247,194 a de- 
crease of three rer cent under March last year while operating ex- 
penses totaled $136,042.892, a decrease of 1.4 per cent. Class I car- 
riers in the western district during the first three months this year 
had a net operating income of $63.469,153 compared with $65,709,788 
during the same period one year ago. 
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: Current Topics 
in Washington 
The Universal Solvent.—Neither: in fact nor in fiction has 


there ever been anything more wonderful than the Hoch-Smith 
resolution. That fact is making an imprint on the consciousness 
of those who have been inclined to dismiss it with a shrug of 
the shoulders and a murmur, un bagatelle. It makes no change 
in the law, says the National Industrial Traffic League. It 
frowns on, if it does not forbid, rates based wholly on mileage, 
says one school. It commands them, says Senator Gooding, who 
is something of a school himself. It would be evidence of ossifi- 
cation above the eye line to suggest that all its qualities had 
been discovered. Radium and the Hinstein theory of relativity, 
apparently, are things of no complexity at all in comparison with 
it. The Hoch-Smith resolution, applied to them, must give the 
answer to all the questions raised by them, if it be accurate 
that it forbids mileage rates and, at the same time, requires 
answer to the all the questions raised by them, if it be accurate 
that it could be read to mean naught, or, still using the termi- 
nology of mathematics, that the sign of infinity would be the 
true symbol thereof. Anything that anyone can do, apparently, is 
within the scope of the powers of the thing written by the 
representative from Kansas and the senator from South Caro- 
lina. Water is the best solvent now known, but it may be 
necessary to rewrite the books and give that honor to Hoch- 
Smith. Some of those interested appear to have some trouble 
giving peace a permanent home in Europe. But it may be sug- 
gested that they are still benighted. The light of freedom and 
civilization has not fallen on them. They have not heard of 
Hoch-Smith. When they have, it has been suggested, the day 
when the sword shall have been reforged into the pruning hook 
and the plowshare will have arrived. Of course, that is one side 
of the picture. It may be that there is no other side. It has 
been remarked that the Commission did not get much enlight- 
enment on the subject in the course of the arguments on the 
lake cargo coal case. However, the reason for that may be that 
the men who talked about that case were so steeped in malig- 
nancy that the benignant influence of Hoch-Smith has not had 
time to take effect. To be sure, to suggest that it needs time 
its wonders to perform is putting a limitation on the pzans 
uttered about it in the preceding sentences, but a little faulty 
logic, it is submitted, is not to be held against one singing the 
praises of Hoch-Smith. The words such an one uses have in- 
herent faults. Each contains limitations and inhibitions in and 
of itself. The one who would adequately describe it and its 
effects must needs, therefore, strive for new words, not to tell 
how awed he is, but to describe new emotions. There is a word 
that has come into use recently that seems to contain possibili- 
ties. It is tentatively submitted, on behalf of an oil man in 
El Dorado, Kan., as more comprehensive than any thus far used, 
notwithstanding that many have been employed. It may be that 
a better title for the work of the new masters from Kansas and 
South Carolina would be Hokum-Smith. 








Western Lines’ Rate Petition—As a splash, the application 
or petition of the western lines for orders that would give them 
5% per cent net return was not a ripple in the east. That any 
group of railroads should ask for about $185,000,000 more than 
they received last year created much less stir, judging from the 
small amount of ink spilled about it in the east, than some item 
about the German dye industry, the total money involved in 
which is less than half the amount of money spent by one five- 
and-ten-cent store company for the candy it sells. A year or so 
hence, the east, probably, will become all fussed up about the 
matter. The Commission, in part, is responsible for the failure 
of the western roads to make any impression in the east. At 
the time this was written, the Commission had not made the 
petition available for general public inspection. It has a way 
of not making public petitions for general investigations. Re- 
cently when the Western Trunk Lines asked for a general in- 
quiry into oil rates, recollection says, that petition was not put 
out for public inspection. The petitions are not held as secrets. 
Anyone who hears about any such move is generally able to 
obtain information about it that will satisfy his curiosity or his 
need for information. The Commission has followed the prac- 
tice, in handling such petitions, of not putting them on its 
“press” table until it has taken action on them. When an order 
instituting an investigation based on such a petition is an- 
nounced, the petition is made available for inspection in the 
docket made up for that case. 





Compliments for the C. A. T. Line.—Few transportation com- 
panies have ever received the testimonials of high regard from 
their patrons such as were given the Canada Atlantic Transit 

ompany at the conference on its sixth section application a 
few days ago. Probably, under like conditions, other carriers 
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would receive as many. Opportunities, however, do not come, 
because there is no way in which the question in that matter 
can be raised as to whether a domestic corporation that desires 
to continue in a certain line of business shall be put out of it. 
The foreign corporation insists that a failure to give it sixth 
section permission would put it out of the bulk grain business, 
certainly, and, possibly, out other business as well. The ship- 
pers who appeared in its behalf seemed also to think so. The 
indirect suggestion of the Shipping Board that the American 
shippers who were fighting for continuance of the Canadian line 
service were not patriotic did not seem to feaze the shippers to 
any appreciable extent. In fact, it had no visible effect, though 
it was made in a hearing room profusely decorated with the 
national standard. The room was not decorated on account of 
the conference, but on account of a reception that had been 
given in that room the night before to Commissioner Woodlock, 
the extremely long baby member of the Commission. It is the 
custom of a club composed of the personnel of the Commission 
to give a reception in honor of new commissioners, and it was 
Commissioner Woodlock’s turn the night before the conference 
to be placed in the receiving line and meet those with whom 
he will be associated while he is in office. However, the decora- 
tions caused jocular comment. 





Conservation Has Its Troubles.—The President’s Oil Conser- 
vation Board is showering the country with questionnaires de- 
manding of those who think they know of methods for conserv- 
ing oil to come forward with their ideas, to the end that, in 
about 1950, the country will not be without oil taken from wells. 
That is the year now set for exhaustion. For four or five years 
one of the big automobile corporations has been experimenting 
with chemicals to render gasoline less explosive—that is, to 
burn as fast as it does now, but to do it in a less impulsive way. 
When that is done it will be possible to use a more economical 
engine—one giving much greater mileage per gallon. Chemists 
have made various compounds, most of them worthless. How- 
ever, the company in mind believed it had found that putting 
a minute quantity of tetraethyl lead into gasoline had the de- 
sired effect. That form of lead, as many other forms, is deadly 
poison. Tetraethyl lead has been put on the market for use in 
the present type of engines on account of its supposed benefit. 
But the Public Health Service has raised the question of whether 
the burning of the treated gasoline will not put a poisonous 
mixture into the air that will be a danger to human beings. The 
Bureau of Mines has made experiments and come to the conclu- 
sion that there is no possibility of any mixture of poison in 
dangerous quantities or cumulative in effect. However, the Pub- 
lic Health Service has called a conference on the subject for 
May 20. In the meantime, the company that has been vending 
tetreethyl lead has suspended sales pending the conference on 
the ground that, everything being in an experimental state, it 
cannot afford to go ahead when there is any question. The 
company has not even raised the question whether the query 


- by the health service was due in any measure to suggestions by 


business rivals. But the troubles, it is suggested, show the 
difficulties encountered by those who proceed on the theory that 
it is incumbent on them to take conservation steps on the theory 
that there is ground to fear the disappearance of well oil if 
something is not done to cut down consumption by making the 
oil that is consumed do more work than is now being done by 
a gallon of gasoline. 





Price the Great Conservationist.—Although the government 
is spending much money in the promotion of conservation, not 
only of natural resources but about everything else, some of 
those who gloat over statistics because they can obtain some 
meaning from them, if urged, it is suspected, would say there 
is nothing so good as a conservationist as price. One of the 
recent statistical productions of the government concerns the 
production of electricity. The broad fact shown by it is that 
each pound of coal used last year was made to produce more 
kilowatt-hours than ever before. In other words, the amount 
of electricity was not cut down, but less coal was used in its 
production. The word, coal, is here used in a generic sense, 
meaning fuel. That the production of coal has been falling off 
is one of the distressing facts in the lives of those who depend 
on coal mining for a living. A few years ago anyone who had 
suggested that the country would get along on 8,000,000 tons of 
soft coal a week, would have been subjected to jeers. The pro- 
duction was close to 10,000,000 tons a week and seemed to be 
rising rapidly—so much so that, in the war period, a weekly 
production of 13,000.000 tons was deemed essential. It is be- 
lieved to be obvious that the high prices of coal and the uncer- 
tainty of supply created by the strikes of miners and railroad 
shopmen caused users to figure out ways and means for a more 
economical use of fuel. They did not reduce their production, 
but made the fuel produce more units of usable energy. The 
rising cost, it is suspected, caused the same economy among 
users other than the utility companies—hence, the reduction in 
demand for coal. The rising price of crude: petroleum has made 
fuel oil uneconomical in comparison with coal for some uses, so 


* 
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there is some conservation in connection with petroleum, an end 
supposed to be of primary worth to the country. 





Cotton, Get Stable.—Stabilization of cotton production in this 
country is one of the things that will be discussed at the thir- 
teenth annual meeting of the Chamber of Commerce of the 
United States May 20-22. The immediate thing to be talked 
about is a proposal that a governmental commission be appointed 
to make what is called an authoritative report on the question 
of active and potential production of cotton, both here and 
abroad. The Chamber’s agricultural bureau has made an inquiry 
into the world cotton situation. One of the facts disclosed by 
that inquiry was that the steady decline in production in the 
United States, accompanied by an increase in the price of the 
American crop, has been reflected in ever increasing activity on 
the part of foreign governments to develop what are regarded 
as potential areas of cotton production outside of the United 
States. There has been a coincident slowing down of demand 
for finished milk products, according to an announcement by 
the Chamber. There are some who think the Chamber, in 
making that declaration, puts the cart before the horse; that 
what really has happened, has been a decline in production at 
a faster rate than the decline in the demand for the finished 
product, thereby producing the anomaly of increasing prices in 
the face of a decline in demand. Decline in demand for finished 
mill products is no mystery to the womankind of the land. Such 
a thing as a cotton petticoat or a cotton blouse or shirt waist 
is practically unknown in America, the home of the cotton plant. 
Why? The suggestion is that, when the price of laundering went 
up in the war period, the demand for cotton fabrics went down. 
Fewer clothes became the rule and the silks that succeeded the 
displaced cotton were easy to cleanse in the family bath tub. 
That operation eliminated not only cotton but also the laundry, 
both machine and hand, with its inflated war-time notions as 
to the value of its service. In Washington bootlegging took the 
place of laundering among a large part of the colored pop- 
ulation. The colored brother, in Washington, now gets much of 
the money that formerly went to the white saloonkeeper, the 
brewer, the distiller, and the government. Thereby the “servant 
problem” has been made more intricate because the colored man, 
to a large extent, has displaced the colored woman as the money 
getter for the family. A. E. H 


INVESTIGATION OF C. M. & ST. P. 


The Trafic World Washington Bureau 


Senator Lenroot, of Wisconsin, announced this week that, 
when Congress reconvened, he would introduce a resolution call- 
ing for an investigation of the causes of the Chicago, Milwaukee 
& St. Paul receivership. He said the resolution probably would 
call for the appointment of a special congressional committee 
to investigate the matter but that after consultation with his 
colleagues he might propose that the investigation be made 
by the Commission. 

“There are 1,100 Wisconsin residents stockholders in the 
Milwaukee road,” said Senator Lenroot. “The government is a 
creditor to the amount of over $55,000,000, and the general public 
is concerned as well. I have no reason to doubt the honesty and 
efficiency of the managemnet of the road in recent years, but 
there are rumors that a receivership was not really necessary, 
but was brought about by a group of bankers, and not in the 
interest of the stockholders. I believe also that an investigation 
will tend to bring about greater protection to the stockholders 
in the reorganization proposed to be effected.” 

Senator Lenroot also said that the Milwaukee case proved 
that the “Esch-Cummins” act did not provide a “guarantee” of 
6 per cent to the railroads as contended by critics of the act, 
because, if that had been the fact, the Milwaukee would not 
have been in financial difficulties. 


STATISTICS OF RAILWAYS FOR 1923 


The Commission has issued the text of its thirty-seventh 
annual report on the statistics of railways in the United States 
for the year ended December 31, 1923. 

The report shows that the total railway capital actually 
outstanding on December 31, 1923, for steam railway companies 
of classes I, II and III and their non-operating companies, not 
including switching and terminal companies, was $21,057,513,319, 
an increase of $593,918,076 over the capital reported for the 
preceding year. The total for class I roads was $17,591,134,919. 

In 1923, according to the report, stock dividends aggregating 
$50,417,400 were declared; $45,000,000 by the Louisville & Nash- 
ville, and $5,417,400 by the Richmond, Fredericksburg & Poto- 
mac. 

The report showed that the amount of stock yielding divi- 
dends increased by $324,729,019 in 1923. The per cent of stock 
yielding dividends increased from 59.38 per cent in 1922 to 62.09 
ee in 1923, the latter being the highest percentage since 

In a statement showing the development of steam railways 
in the United States since 1890, the report showed that the 
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miles of road owned by class I, II and III roads, non-operating 
subsidiaries and some railways not filing annual reports, totaled 
250,222 miles as of December 31, 1923. For the year ended 
June 30, 1890, the miles of road owned totaled 163,597; for the 
year June 30, 1900, 193,845; for the year ended June 30, 1910, 
240,293; for the year ended June 30, 1911, 243,979; for the year 
ended June 30, 1912, 246,776; for the year ended June 30, 1913, 
249,776; for the year ended June 30, 1914, 252,104; for the year 
ended June 30, 1915, 253,788; for the year ended December 31, 
1916, 254,036; for the year ended December 31, 1917, 253,626 for 
the year ended December 31, 1918, 253,528; for the year ended 
December 31, 1919, 253,152; for the year ended December 31, 
1920, 252,842; for the year ended December 31, 1921, 251, and for 
1922, 250,412. 


FINAL VALUATIONS 


The Commission has found the final value, for rate-making 
purposes, of the property of the Norfolk Terminal Railway Com- 
pany, owned and used for common carrier purposes, as of June 
30, 1914, to be $995,000. The terminal is controlled, through 
stock ownership, by trunk lines centering at Norfolk, Va. The 
carrier has reported, since the valuation date, a net increase 
in the value of the property of $8,095. The Commission said 
those reports had not been checked. 

After considering the protest of the Hampton & Branchville 
Railroad and Lumber Company against the supplemental tenta- 
tive valuation of its property, the Commission has found the 
final value, for rate-making purposes, of the property of the 
carrier, owned and used for common carrier purposes, as of June 
30, 1925, to be $188,200. The road, about 25 miles long, is in 
South Carolina. 

The final value of the property of the Due West Railway 
Company, owning about five miles of line in South Carolina, for 
rate-making purposes, owned and used for common carrier pur- 
poses, the Commission has found, as of June 30, 1916, to be 


$28,500. The carrier also used property, not owned, valued at 
$8,500. 


TENTATIVE VALUATIONS 


The Commission has announced the tentative valuation of 
the Genesee & Wyoming, and the Halite & Northern, two short 
lines in the salt producing region of New York, as of June 30, 
1917. The final value of the property owned and used is placed 
at $314,810 and that of the property used at $434,810. 


The tentative value of the Delray Connecting Railroad, situ- 
ated in Michigan, as of June 30, 1918, has been fixed by the 
Commission, as to property owned and used, at $1,278,000 and, of 
the total used, at $1,343,310. 


In a tentative valuation report on the property of the Vir- 
ginia Blue Ridge Railway, as of June 30, 1917, the Commission 
has found the final value of the carrier’s wholly owned and used 
property to be $300,000. The line extends from Tye River to 
Woodson, Va., with a branch line to Massies Mill, Va., and em- 
braces approximately 20 miles of all tracks. 


In a tentative valuation report on the property of the Combs, 
Cass & Eastern Railroad Company, as of June 30, 1918, the Com- 
mission has found the final value of total owned property to be 
$226,000, and of total used property, $277,946. The line extends 
from Combs to Cass, Ark., a distance of about 16 miles. 


In a tentative valuation report on the property of the Jack- 
son & Eastern Railway Company, as of June 30, 1917, the Com- 
mission has found the final value of the wholly owned and used 
property to be $140,000. The line extends from Union to Sebas- 
topol, Miss., a distance of about 13 miles. 


The Commission has made a tentative valuation of the 
property of the Atlantic & Carolina, as of June 30, 1917, used for 
common carrier purposes, of $70,796. The road is in North Caro- 
lina and about eleven miles long. 


The Commission has announced the tentative valuation of 
the Atlantic Northern Railway Company’s property, as of June 
30, 1917, at $257,000. The property is in Iowa and has a mile- 
age of 18.74 miles. 


In a tentative valuation report on the property of the Alcolu 
Railroad Company, as of June 30, 1917, the Commission has 
found the final value of wholly owned and used property to be 
$258,000. The line extends from Alcolu to Hams, S. C., a dis- 
tance of approximately 32 miles. 

“In a tentative valuation report on the property of the Ches- 
wick and Harmar Railroad Company, as of June 30, 1916, the 
Commission has found the final value of the wholly owned and 
used property to be $150,250. The line is in two sections, extend- 
ing from Cheswick and from Red Raven to the mines of the 
Equitable Coke Company near Harwick, Pa., a total of approxi- 
mately 4 miles. 

In a tentative valuation report on-the property of the Belle- 
fonte Central Railroad Company, as of June 30, 1917, the Com- 
mission has found the final value of owned and used property to 
be $363,570. The line extends from a connection near State Col- 
lege to Pine Grove Mills, Pa., a distance of approximately 22 
miles. 
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DEMURRAGE CHARGES APPLICABLE 


In a mimeographed report in No. 15955, Ralston Purina Com- 
pany, of Texas, vs. Director General, as agent, Texas & Pacific 
et al., the Commission through Division 4, has dismissed the 
complaint on a finding that demurrage assessed at Fort Worth, 
Tex., on a carload of milo maize shipped from Brawley, Calif., to 
Fort Worth, Tex., thence reconsigned to St. Louis, Mo., was 
applicable. 

The shipment, according to the report, was delivered to the 
Southern Pacific consigned to the order of the shipper, the Globe 
Grain & Milling Company “notify Moffatt Grain Co.,” at Fort 
Worth, and moved over that line to El Paso, Tex., and the Texas 
& Pacific beyond. It arrived at Fort Worth, July 8, 1919, and on 
the following day notice of its arrival was mailed to the Moffatt 
Grain Company at that point. That firm had no office in Fort 
Worth. On July 16, 1919, the T. & P. wired the S. P., at Brawley, 
for disposition orders, but the S. P. was unable to furnish them. 
Complainant bought the shipment from the Moffatt Grain Com- 
pany, of Kansas City, Mo., and on July 12, 1919, advised the 
Houston & Texas Central, a part of the S. P. system, at Fort 
Worth, that it held the S. P. bill of lading, requested that it be 
given notice of the arrival and that the shipment be held for 
inspection. On August 14, 1919, complainant found the shipment 
in the T. & P. yards at Fort Worth and on the same day ordered 
it reconsigned to St. Louis. Demurrage charges in the sum of 
$260 were collected for detention of the car from July 11 to 
August 14, 1919. Defendant admitted an overcharge of $10 
which the Commission said should be refunded. Complainant 
contended the charges collected were illegal to the extent that 
they exceeded charges based on detention from July 8 to 12. It 
maintained that, since the lines of the S. P. served both Brawley 
and Fort Worth, no routing was required and that it had reason 
to expect that the shipment would arrive over that line. Com- 
plainant referred to that part of the bill of lading contract 
wherein the S. P. agreed “to transport only over its own line” 
and “to carry to its usual place of delivery at said destination, 
if on its road” and insisted that the Southern Pacific violated 
this provision in permitting the car to leave its lines. Defend- 
ants contended that the provisions of the governing tariff were 
complied with when the T. & P. mailed notice of arrival to the 
Moffatt Grain Company at Fort Worth on July 9. They said 
that the same rate applied over the route of movement as ap- 
plied over the S. P. in connection with the Houston & Texas 
Central, and that if it was desired that the shipment reach Fort 
Worth over the latter route, delivery via the H. & T. C. should 
have been specified in the routing instructions. 

The Commission said the case was not different in principle 
from Carney vs. Director General, 68 I. C. C. 199, wherein it was 
held that the routing instructions were incomplete and that it 
was defendant’s duty to move the shipments over the cheapest 
reasonably available route. It said examination of its records 
showed that the Houston & Texas Central acted as a corporate 
entity in filing its own annual reports and tariffs. 


NO DAMAGE SHOWN 


The Commission has dismissed No. 15412, Bernard Gallup 
vs. New York, New Haven & Hartford, mimeographed, holding 
that the complainant has not proved damage by reason of any 
undue prejudice that may have existed. The holding was made 
upon a complaint that the attempt of the respondent carrier to 
eject him from its produce house at the Harlem River Station, 
New York, previously leased. to him, and the threat to refuse to 
place cars consigned to him, subjected him to unjust discrimina- 
tion and undue prejudice. 

The complainant occupied space in the produce house under 
the terms of a lease, terminable upon notice by either party, 
ninety days before the date of termination. The railroad notified 
the complainant, in June, 1923, that it desired possession of the 
Space, in accordance with the terms of the lease, on October 1, 
1923. It also notified him that if the premises were not vacated 
by that time summary proceedings would be taken to remove 
him. The matter was litigated. 

According to the Commission’s report the complainant con- 
tended that violation of the interstate commerce law arose from 
the alleged refusal of the New Haven, in October, November and 
December, 1923, to place cars consigned to him while it contin- 
ued to place cars for other parties who were in possession under 
leases. The carrier contended the lease was terminated October 
1 and that he was not entitled to the privilege of having cars 
delivered to him after that day. In the last stay granted by the 
courts the court directed that pending the litigation he should 
be accorded all the rights he’ had previously enjoyed. He was 
finally dispossessed in May, 1924. The Commission said: 


The status of complainant during the periods of the stays is a 
question for the courts. If under the laws of the state of New York 
complainant was a tenant during the months of October, November 
and December, 1923, he was entitled to the completion of the trans- 
portation service by delivery of the cars consigned to him on the 
tracks adjoining section 14 of the produce house to the same extent 
as other tenants of the produce house who were accorded delivery on 
the tracks alongside their respective sections. During this period a 
number of cars were placed by defendants at the door leading to 
section 14. Complainant claims that he took possession of cars con- 
signed to others for their account and not for his own benefit. The 
evidence relating specifically to defendant’s refusal to place cars con- 
signed to complainant is confined to four cars. Complainant was re- 
fused delivery of two cars at the produce house, but accepted delivery 
on the public team tracks. He did not prove that gretaer charges 
were paid by reason of this refusal or that he suffered other direct 
injury. Defendant refused delivery of another car at the produce 
house and complainant subsequently refused to accept the shipment 
on the team tracks. He claimed that the produce had deteriorated 
in quality and filed a claim with the carrier for the value of the 
produce. He further admitted at the hearing that the market price 
had dropped. The claim on this car appers to be a question for the 
courts. The fourth car was apparently placed at the produce house 


after some delay, following a dispute over the removal of complain- 
ant’s name from the credit list. 


We find that complainant has not proven damage by reason of 
any undue prejudice which may have existed by reason of defendant’s 
refusal and failure to place cars consigned to complainant on the 
tracks adjoining the produce house during the time when the question 


of the lease was in process of litigation in the courts. The complaint 
will be dismissed. 


*« INDIANA COAL RATES 


In a report, written by Commissioner Meyer, on No. 11894, 
Indiana Rates, Fares and Charges, opinion No. 10291, 96 I. C. C. 
644-52, the Commission denied an application for modification of 
the original order entered in this proceeding, 60 I. C. C. 377, as 
to rates on coal, from points in Indiana to Crawfordsville, Sheri- 
dan, Logansport, Monticello, Anderson, and Fort Wayne, Ind. 

It modified the order so as to except from its provisions the 
rates on sand and gravel from Terre Haute, Ind., to St. Mary’s 
of the Woods, Ind., and from pits of the Neal Gravel Company 
and Carmichael Gravel Company to Attica, Ind. 

As to the rates on coal, Commissioner Meyer said they were 
increased under the authority of the Indiana state.commission to 
a lesser degree than were the interstate rates in the same terri- 
tory, and that this record failed to show that the resulting rela- 
tionship of intrastate and interstate rates was proper. On the 
other hand, Mr. Meyer said, it appeared that because of competi- 
tive conditions, the relation between the state rates here con- 
sidered and the interstate rates between the same points, and 
from Illinois and other states to these destinations, was so close 
that the failure to increase the state rates would have a direct 
effect upon the interstate rates and traffic. The showing made 
by the record, as to sand and gravel rates involved, was to the 
contrary, hence the exemption. 

Commissioner Lewis, who was a member of the Indiana 
commission before his appointment to the federal body, the re- 


port said, did not participate in the disposition of this proceed-— 
ing. 


LOW RETURN CAUSES REVERSAL 


The Commission, in a report written by Commissioner 
Lewis, on No. 12716, Utah Gilsonite Company vs. Atchison, To- 
peka & Santa Fe et al, opinion No. 10292, 96 I. C. C. 653-77, has 
reversed the finding, in the former report, 85 I. C. C. 557, that 
rates on gilsonite, from American, Utah, to destination territory 
therein indicated, were and are unreasonable, this reversal be- 
ing on further hearing on the original complaint. The new 
finding is that the rates on gilsonite, from Watson, a point only 
two miles from American, assailed in an amended complaint, 
are not unreasonable or otherwise unlawful. The former order, 
under which the rate from American was reduced, effective April 
21, 1924, has been vacated and the complaint dismissed. 

It is believed this case will be much more than ordinarily 
interesting, because the claim was distinctly made that the rate 
of $9.75 per ton from American to Mack, the latter being the 
junction point of the Uintah Railway, the originating carrier, 
and the Denver & Rio Grande Western, would be confiscatory. 
The Uintah is largely a one-commodity road, gilsonite, owned by 
stock ownership by the Barber Asphalt Paving Co., of Phila- 
delphia. The complainant is a competitor of the proprietary 
interest in the mining and selling of gilsonite, a high-grade 
hydrocarbon, intensely black, and used extensively in the manu- 
facture of japans, paints, varnishes, insulating materials and 
water proofing. It was formerly used in roofing and paving, but 
because of the demand of the paint makers, the Commission 
said, its use for those purposes was diminishing or had come 
to an end. 

The complaint was against a rate of $10.35 per net ton for 
a haul of 65 miles over grades as high as five per cent with 
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sharp uncompensated curves, the grades being against the load, 
and then as high as 7.5 per cent on the descent. Rod engines 
have to be replaced with Shay engines. Three train crews and 
three or four engine crews are required for the movement from 
Rainbow, one of the points where the gilsonite is assembled, to 
Mack. To make operation more interesting the Uintah, since 
March, 1923, has been fighting an earth slide about 1,000 feet 
long. The pressure from this slide causes the Uintah’s track to* 
rise above its normal level, and, at the same time, to get out 
of line, horizontally. That slide is high up on the side of Book 
Cliffs, one of the summits which the Uintah has to cross. A 
gang of men and a steam shovel are kept busy all the time, 
except in winter, to keep the track in place and free from the 
material that breaks away from the slide. Commissioner Lewis 
said no one could tell how long the slide would continue. The 
track, he said, had to be relaid almost daily. Three civil en- 
gineers, one for the complainant, one for the defendant, and 
one employed in the valuation work of the Commission, specu- 
lated as to how long it would continue. One estimated that it 
would continue indefinitely; one that it would continue for 
several years, and one that probably it would become stabilized 
some time in the present year. They agreed it was a serious 
menace to the operation of the road. 

This case was presented by the complainant on the theory 
that the Uintah’s operating expenses had been and were greatly 
in excess of what could be considered reasonable; that that 
had enabled the Uintah to maintain its excessive rates which in 
turn enabled the Gilson Asphaltum Company, controlled by the 
Barber Company, to overcome it in the marketing of gilsonite, 
the loss, if any, accruifig on the sale of gilsonite because of 
such excessive rates being a matter of indifference to the Bar- 
ber Company, as it flowed into the pocket of that company 
through excessive railway earnings. The Uintah, on the other 
hand, asserted that its operating expenses had not and were not 
excessive, and that the reasonableness of its rates, on gilsonite, 
could not be determined by comparison with the same or a 
similar commodity over other lines, differently situated, but 
that the only way to determine their reasonableness was to 
ascertain if the Uintah had been receiving, from its railway 
operation, a net income in excess of a fair and sustaining return 
upon the reasonable value of its property devoted to the public 
service. 


In the former and in the present report the Commission 
made estimates as to expenses, criticizing only the amounts 
allocated to the Uintah offices in Philadelphia. But the effect of 
the order to reduce the rate from American to Mack, upon the 
rates from Watson and other shipping points, was not taken 
into as careful consideration, apparently, as necessary, to show 
what would happen. Little change was made, in this report, in 
the estimates of expense. Diminution in revenue, owing to the 
establishment of parcel post, the depressed condition of the 
sheep industry and the completion of motor trucks and passen- 
ger automobiles, was brought out. 


Summarizing the figures set forth in the report, it was 
shown that the railway operating income might be expected to 
be $75,715; that the Uintah was capitalized at $2,500,000, and 
that dividends averaging around 4 per cent had been paid. In 
disposing of the case, the Commission said: 


In our former report we found that the total cost of the road to 
December 31, 1920, appeared to approximate $1,152,514. Defendant 
offered testimony to show that there was a total charge to capital 
account during the years 1922 and 1923 of $15,752, which would make 
the cost of the road $1,168,266 on December 31, 1923. As stated in our 
former report, a valuation engineer of the Rio Grande estimated the 
reproduction cost of the property at $2,101,206.85, based on 1921 prices. 
We have not determined finally the valuation of this road under 
section 19a of the interstate commerce act. It is stated for the 
Uintah that it is willing to accept $1,500,000 as representative of the 
fair value of the property for the purposes of this case. The record 
does not afford adequate data for the determination of the value 
of the common carrier property. However, a continuance of the 
present rates, including the $9.75 rate from American, would, on 
previously stated estimates of tonnage considered in connection with 
other estimates herein made as to railway revenues from other 
than gilsonite traffic and railway operating expenses, produce an 
annual railway operating income of $73,915. This would be uiva- 
lent to a return of 5.75 per cent on $1,284,435. But it is clear that if 
the $9.75 rate remains in effect from American the assailed rate of 
$9.95 from Watson, two miles nearer to Mack, cannot be maintained; 
also, that the $10.50 rate from Rainbow, one mile beyond American, 
would be so excessively out of line that it could not in justice remain 
undisturbed. It would appear that with a rate of $9.75 in effect from 
American the rate from Watson should not be more than $9.50 and 
the rate from Rainbow should not be more than $9.90 or $10. Such 
a realignment of rates would reduce the estimate of railway operat- 
ing income to less an $63,000, which amount would be equivalent 
to a return of 5.75 per cent on $1,095,652. It is our-view that this 
record would not sustain such an estimate of value of the property, 
devoted to the public service. As has been previously shown, the 
application of the former rate of $10.35 from American and the exist- 
ing rates from the other points to the estimated tonnage would, con- 
sidered in connection with stated estimates for other items, produce 
a railway operating income of $75,715. This would yield a return of 
5.75 per cent on $1,316,783. While, as stated, the record does not 
afford sufficient data to determine the value, yet there is sufficient 
evidence to indicate tnat we would not be justified in adopting a 
lower basis of value than that last mentioned for use in the con- 
sideration of the issues before us. 

We therefore find upon the record as now made that the rates 
assailed in the original and amended complaint are not shown to 
have been or to be unresonable or otherwise unlawful. 
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We further find that the other allegations of the complaint here 
under review have not been sustained. : 

An order will be entered vacating our former order and dis- 
missing this proceeding. 


DULUTH MEAT RATES 


A two-edged finding has been made by the Commission in 
No. 15568, Duluth Chamber of Commerce vs. Chicago, St. Paul, 
Minneapolis & Omaha et al, mimeographed, as to rates on fresh 
meats and packing house products, from Duluth to St. Paul. It 
found the rates from Duluth to St. Paul unreasonable to the 
extent they exceeded 28 cents on fresh meats and 23 cents on 
packing house products, and unduly prejudicial to the extent they 
exceed rates on like traffic from St. Paul to Duluth. The car- 
riers are given until July 3 to correct the situation. 

At present, according to the report, the rate on fresh meats 
from Duluth to St. Paul is 42 cents and in the reverse direction 
23 cents. On packing house products the rate from Duluth to 
St. Paul is 25.5 cents and in the reverse direction 15.5 cents. 
The complaint, the report says, was brought primarily in behalf 
of Elliott & Company at Duluth. Swift & Co. and Armour & 
Co. intervened in support of the present rates from St. Paul to 
Duluth. The rate adjustment, on both live stock and the prod- 
ucts of slaughter, the complainant contended, tended to keep the 
Duluth packer out of the St. Paul market both in the selling of 
its product and in the buying of live stock. The complainant 
showed that on the basis of the minimum weights, packing house 
products earned, from St. Paul to Duluth, only 97 per cent, and 
fresh meats only 101 per cent of the average per car earnings 
on live stock. In the reverse direction the earnings on fresh 
meats were 159 per cent of the live stock rate and on packing 
house products 184 per cent. The defendants, the report said, 
devoted themselves principally to demonstrating the unduly low 
level of the present rates on fresh meats and packing house 
products from St. Paul to Duluth. In that they were supported 
by the complainant. It advocated correction of the situation, 
the Commission said, by increasing the northbound rates to 
present level of the southbound rates. The defendants, how- 
ever, invited particular attention to the rates of 28 and 23 
cents from Mason City to St. Paul, which, the Commission said, 
were consistent with its findings in Decker & Sons vs. Director- 
General, 69 I. C. C. 519. 

The Commission said the Mason City rates were higher 
than the rates from St. Paul to Duluth, but lower than those in 
the reverse direction. The distance from Mason City to St. 
Paul, it said, was somewhat less than that from St. Paul to 
Duluth, but that transportation conditions admittedly were, in 
general, more favorable between Duluth and St. Paul than on 
the lines between Mason City and St. Paul. 


COMPLAINANTS GET MORE TIME 


The Commission, in a report on further hearing, written by 
Commissioner Hall, in No. 11414, Southern Veneer Association 
et al. vs. Atlantic Coast Line, Director-General, et al., found that, 
except in certain instances, the evidence did not afford a reliable 
basis for determining the amount of reparation to which the 
complainants might be entitled on shipments of poplar and gum 
logs, covered by the original report, 62 I. C. C. 669. In that 
report the Commission prescribed for the future a maximum 
distance scale which became effective October 28, 1921. The 
record, aS made, was not satisfactory to the Commission, as 
showing what reparation should be ordered. In closing the 
report Mr. Hall said: 


It would seem that complainants could without serious difficulty 
present figures to show the results of measurements in cords of a 
resonable number of carload shipments of poplar and gum logs at 
several of these points of origin, under similar conditions, together 
with the number of board feet, log scale, in each shipment. They could 
also show the number of board feet, log scale, contained in the ship- 
ments as to which reparation is claimed. If we had before us data 
of this character, and such other and further proof as may be obtain- 
able, it might be possible for us to arrive at the measure of damages 
with that degree of certainty which is necessary as the basis for an 
award of reparation. 

We are of opinion and find that the present record does not 
afford a reliable basis for determining the amount of reparation to 
which complainants may be entitled under the findings in the original 
report. Complainants will be given 60 days after service of this 
report within which to apply for further hearing to supplement the 
present record, failing which the complaint will stand subject to 
dismissal for failure of proof. 


CHARGES FOR CUSTOMS SERVICE 
The Commission, in a mimeographed report on I. and S. No. 


2288, charges for opening, recoopering and rewrapping packages - 


for customs examination, has found not justified the proposal 
of the American Railway Express Company, to charge 25 cents 
per shipment for the physical labor performed of opening and 
recoopering or rewrapping packages for customs inspection, 
cleared through the customs, from Canada, at border points of 
import into the United States. 

The suspended tariff provision said that the charge would 
not apply in instances in which the express company acted as 
the customs broker, nor on shipments of milk or cream. 

At the hearing the express company agreed that 25 cents 
would be more than the labor cost and agreed to reduce it to 
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12 cents. It also agreed that the charge would be assessed on 
shipments from Canada into the United States only when one 
or more packages were actually opened by order of the customs 
and would not apply on any shipments where the express com- 
pany or any other concern or individual acted as broker for 
the importer and in that capacity attended to the physical work 
of opening and closing the package. 

The finding of non-justification was without prejudice to the 
filing of a new schedule framed in accordance with the changes 
the express company said it was willing to make. It filed the 
schedule because, in many cases in which outside customs 
prokers were employed, outside meaning someone other than 
the express company, the physical labor was left to be done by 
the express company. 


COCOANUT STEARINE RATES 


A finding of unreasonableness, undue prejudice, and an 
award of reparation have been made in No. 15394, Best Foods, 
Incorporated, vs. Central Railroad Company of New Jersey, 
mimeographed, as to ratings and rates on cocoanut stearine, in 
carloads, and less than carloads, from Bayonne, N. J., to points 
in Official Classification Territory. The finding was that the 
rating and rates involved were, are, and in the two years preced- 
ing the filing of the complaint, had been unreasonable and unduly 
prejudicial to the extent they exceeded, exceed, or may exceed the 
ratings and rates contemporaneously applicable on peanut, cot- 
tonseed, palm kernel and mixed stearine. The Commission said 
the undue prejudice should be removed by extending to coconut 
stearine the ratings and rates now applicable on the other vege- 
table stearines and do it not later than June 15. It said that the 
complainant was entitled to reparation to the basis indicated. 


MILITARY TARGET RATINGS 


The Commission, in I. and S. No. 2338, classification ratings 
on targets, mimeographed, has found not justified, the proposed 
changes in classification ratings on targets, without prejudice, 
however, to the filing of new schedules carrying ratings such 
as those under suspension, provided the carload ratings for 
“military targets (other than cloth or paper) or military target 
frames” are broadened, by an appropriate tariff note or other- 
wise, to permit the inclusion of paper targets, other than land- 
scape, not to exceed one-third of the total weight of the mixed 
carload. The schedules were suspended upon protest of the 


co-ordinator for traffic acting for the United States War Depart- 
ment. 


INCREASED RATINGS FORBIDDEN 


A finding of non-justification has been made in I. and S. No. 
2337, classification ratings on jute packing, mimeographed. 
The proposal was to provide uniform ratings in the three classi- 
fication territories of second class in less than carloads and 
fourth in carloads, on jute in rope form. At present jute pack- 
ing, regardless of its form, takes third class in less than car- 
loads and fourth class in carloads, 30,000 pounds minimum, un- 
der the description of “vegetable fiber backing not otherwise 
indexed by name,” with a minimum the same as that proposed. 
The carriers contended that, under a proper interpretation of 
the existing ratings, there would be no increase in the ratings 
on that kind of packing. The Commission said that the classi- 
fication rule of analogy could not be invoked to bring about such 
an interpretation of the present ratings. 


RATES ON COTTON 


The Commission, in No. 14978, Savannah Traffic Bureau, 
Inc., vs. Aberdeen and Rockfish et al., has found rates on cotton 
from points on the Central of Georgia, Seaboard, and L. & N,, 
concentrated at Savannah and thence reshipped to mill points 
in the Carolinas, not unreasonable or unduly prejudicial. It has 
further found it unreasonable for the Central of Georgia to ex- 
act any charge for concentration at Savannah of cotton origi- 
nating on or moving over its line uncompressed at its election 
at carriers’ privilege rates from a compress point or through 
compress points to Savannah and reshipped to cotton mill points 
in the Carolinas. Otherwise its assailed charges, rules, regula- 
tions, and practices have not been found unreasonable or other- 
wise unlawful. 


RATE ON ARTIFICIAL SILK 


The Commission has dismissed No. 15494, Visvose Company 
vs. Pennsylvania et al., finding the first class rate on artificial 
silk, carloads, from Roanoke, Va., to Marcus Hook, Pa., not un- 
reasonable. 


SALT RATE CASES 
The Commission has denied the petition of the Wabash for 
a re-opening and reconsideration in No. 14106, Sterling Salt 
Company vs. Ann Arbor et al., and the cases joined with that 
One, commonly known as the salt rate cases. It has also denied 


the petition of the Michigan Public Utilities Commission for 
reargument or re-hearing. 
The denials of the petitions are of no significance unless they 
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portend court action by the petitioners. There is, however, no 
information that they contemplate any. The question of the 
validity of the Commission’s order in that case is before a 
special statutory court at Cleveland on application of the Jeffer- 
son Island Salt Co., and others, for an injunction. Arguments on 
that case were made at Cleveland, May 1, by Blackburn Esterline 
for the United States, D. W. Knowlton for the Commission, and 
J. V. Norman for the Louisiana salt interests. 


FOURTH SECTION RELIEF DENIED 


The Commission has issued fourth section order No. 9129 
denying relief from the rule against aggregates of intermediates 
in excess of joint rates as requested in about fifty applications, 
filed by tariff agents and railroads in all parts of the country on 
which hearings have been held. The denial was made in the 
form of an order only, without any discussion of the arguments 
for and against the grant of relief. Relief was denied as of 
October 21, 1926. The rates thereby disapproved are to be 
brought into line, on statutory notice, not later than the day 
mentioned. The applications disposed of in that way were: Nos. 
351, 352, 461, 560, 563, 574, 576, 602, 687, 689, 929, 957, 985, 988, 
991, 994, 997, 1000, 1003, 1006, 1009, 1012, 1015, 1053, 1562, 1578, 
1581, 1767, 1950, 2172, 2175, 2177, 2192, 2195, 2208, 3786, 3932, 
4076, 4079, 4326, 4483, 4621, 4644, 4650, 4936, 49438, 4961, and 4963. 


SUSPENDED TARIFFS 


In I. and S. No. 2399 the Commission has suspended from 
May 2 until August 30, schedules published in the following 
tariffs: R. H. Countiss, agent: Supplement No. 47 to I. C. C. No. 
1129; B. T. Jones, agent: Supplement No. 47 to I. C. C. No. 1476; 
Frank Van Ummersen, agent: Supplement No. 47 to I. C. C. No. 
23; H. Wilson, agent: Supplement No. 47 to I. C. C. No A-116. 

The suspended schedules proposed to increase the rates on 
canned goods, carloads, from Colorado, Wyoming, Texas and New 
Mexico to Arizona, California, Nevada, New Mexico, and Utah 
when routed via Albuquerque, Belen, Deming, New Mexico or El 
Paso, Texas. The following is illustrative: 


From Denver, Colo., to Los Angeles, Calif., present, 81, proposed, 
95; to Phoenix, Arix., present, 81, proposed, 95. 


In I. and S. No. 2400 the Commission has suspended from 
May 2 until August 30, schedules published in the following 
tariffs: R. H. Countiss, agent, Supplement No. 47 to I. C. C. No. 
1129; B. T. Jones, agent, Supplement No. 47 to I. C. C. No. 1476; 
Frank Van Ummersen, agent, Supplement No. 47 to I. C. C. No. 
23; H. Wilson, agent, Supplement No. 47 to I. C. C. No. A-116. 

The suspended schedules propose to cancel commodity rates 
on hogs, carloads, from Missouri River territory to Phoenix, 
Arizona, and intermediate points which would result in increased 
rates on the traffic in question. 

In and S. No. 2401 the Commission has suspended from May 
3 until August 31, the operation of schedules published in 
Speiden’s I. C. C. No. 885. The suspension schedules propose to 
restrict the routing in connection with commodity rates on lum- 
ber and other forest products, carloads, from stations on the Gulf 
and Ship Island R. R. so that the rates to Cincinnati, Ohio, 
would not be applicable via Jackson, Miss., in connection with 
the Alabama and Vicksburg Ry. 

In I. and S. No. 2402, the Commission has suspended from 
‘May 8 and later dates until August 31, schedules published in 
the following tariffs: The Chesapeake & Ohio Ry.; Supplement 
No. 5 to I: C. C. No. 10058; The Louisville & Nashville R. R.; 
Supplement No. 3 to I. C. C. No. A.-15280; The Norfolk & Western 
Ry.: Supplement No. 4 to I. C. C. No. 3052-B. The suspended 
schedules propose reductions of 15 cents per ton in the rates on 
coal, carloads, from mines in Kentucky, Tennessee, Virginia and 
West Virginia to upper Mississippi River crossings and other 
points in Iowa, Kansas, Missouri and Nebraska, for the purpose 
of restoring alleged former relationship of rates as between 
origin points. 

In I. and S. No. 2393, the Commission has suspended from 
May 1 until August 29 schedules published in supplement No. 
24 to Agent E. B. Boyd’s tariff I. C. C. No. A-1347. The sus- 
pended schedules propose to increase rates on newsprint paper, 
blank wallpaper, wrapping paper and related articles between 
St. Louis rate points and Norfolk, Columbus and Schuyler, Neb. 
The following is illustrative: 


Newsprint Paper, Carloads 
From Present Proposed 
St. Louis, Mo., to Columbus, Neb........cccccces a 28 31% 


In I, and S. No. 2394 the Commission has suspended from 
May 1 and later dates until August 29 schedules published in 
various tariffs issued by the Missouri Pacific Railroad and by 
E. B. Boyd, agent. The suspended schedules propose to restrict 
rates on cooperage between Western Trunk Line points so that 
section 3 of rule 34 of the Western Classification, which pro- 
vides for the use of two shorter cars in place of one longer car, 
would not be applicable and would result in increased charges. 

In I. and S. No. 2395 the Commission has suspended from 
May 1 until August 29 schedules published in Peoria & Pekin 
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I. C. C. No. 538. The suspended schedules propose to assess $3 
per loaded car and $1.50 per empty car on all traffic interchanged 
between east and west side line-haul carriers serving the Peoria, 
Ill., switching districts. 

In I. and S. No. 2396 the Commission has suspended from 
May 1 until August 29, 1925, schedules published in supplement 
No. 19 to Boyd’s I. C. C. No. A-1468. The suspended schedules 
propose to cancel carload commodity rates on radiators in mixed 
carloads with boilers, other than cast iron sectional heating: 
boilers, from Chicago, Mississippi River crossings and related 
points to Ogden, Salt Lake City, Utah, and points taking the 
same rates and apply in lieu thereof higher class rates. 

In I. and S. No. 2397 the Commission has suspended from 
May 1 and May 11 until August 29 schedules published in various 
tariffs of the Pennsylvania Railroad (Lines East). The sus- 
pended schedules propose to revise the rates on sand and gravel, 
in carloads, from Mt. Holly and Hainesport, N. J., and stations 
grouped therewith to Buffalo and Rochester, N. Y., and various 
other stations in New York and Pennsylvania, which would 
generally result in increased charges of 40 cents per 2,000 
pounds. The following statement of rates is illustrative: 


Present. mapas. 
From Mt, Holly, N. J., to Bulfalo, N. Yui. ccvcccee 300 340 


In I. and S. No. 2398 the Commission has suspended from 
May 1 until August 29, 1925, schedules published in Jones’ I. C. C. 
No. 1632. The suspended schedules propose to restrict propor- 
tional rates on grain and grain products, carloads, domestic 
and export, from Argo and Blue Island, Ill., and North Ham- 
mond and Roby, Ind., to Boston, Mass., Montreal, Canada, and 
other eastern and Canadian points via rail routes to Milwaukee 
and the Canada Atlantic Transit Company, beyond, so that they 
apply only from industries at those points. This restriction 
would increase through rates on grain products milled at points 
on the Missouri Pacific Railroad, west of the Missouri River, by 
the amount of the dockage charges of 2 cents per 100 pounds at 
Chicago, Ill., or Milwaukee, Wis. 

In I. and S. No. 2403, the Commission has suspended from 
May 7 until September 4, 1925, schedules published in the fol- 
lowing tariffs: W.M. Hough, agent: Supplements Nos. 4 and 
5 to I. C. C. No. A-43, supplement No. 4 to I. C. C. No. A-49, sup- 
plement No. 6 to I. C. C. No. A-52, I. C. C. No. A-99; A. L. Spei- 
den, agent: supplements Nos. 4 and 5 to I. C. C. No. 677, sup- 
plement No. 4 to I. C. C. No. 687, supplement No. 6 to I. C. C. 
No. 565; I. C. C. No. 888. 

The suspended schedules propose to revise the rates on iron 
and steel articles from Atlanta, Ga, and other points in Ala- 
bama, Georgia and Tennessee to Mobile, Ala., and New Orleans, 
La., and would generally result in increases. The following is 
illustrative: 


From Atlanta, Ga., to Mobile, Ala., cotton ties and tie buckles, 
ome 15, proposed 24; bar and band iron, present 18%, proposed 


COMMISSION ORDERS 


The Western Union Telegraph Company has been permit- 
ted to intervene in Valuation Docket No. 407, In re Brownwood 
North and South Railway Company. 


Huey P. Long, Shelby Taylor and Francis Williams, as 
members of the Louisiana Public Service Commission and the 
Louisiana Public Service Commission, have been permitted to 
intervene in Finance No. 4775, In re joint application of the Y. & 
M. V. R. R. Co. and Illinois Central R. R. Co. for authority for 
the Y. & M. V. R. R. to acquire control of the property of the 
A. & V. Ry. Co. and V. S. & P. Ry. by leases. 

The Commission has further modified its orders in No. 
12478, Allowances of mileage for Mississippi River crossings, 
and No. 12009, Natchez Chamber of Commerce vs. N. & S. Ry. 
et al., so as to make them become effective August 3, 1925. 


The effective date of the Commission’s order in I. & S. No. 
2228, Grain, from Kansas City, Mo.-Kan., to C. & N. W. Ry. sta- 
tions in Iowa, has been postponed to September 3, 1925. 


The Commission’s proceeding in No. 9200, Railway Mail 
Pay, has been reopened for re-examination and further hearing 
with respect to the facts and circumstances surrounding the 
transportation of the mails by the Bristol Railroad Company. 

The Texas Sugar Refining Company has been permitted to 
intervene in the proceedings in No. 14781 (and Sub. Nos. 1 to 3, 
incl.), Oklahoma Traffic Association et al. vs. A. G. S. R. R. et al. 

W. J. Rainey, Inc., of New York, N. Y., has been permitted 
to intervene in No. 15007 (and consolidated cases), Pittsburgh 
Coal Producers’ Association et al. vs. Ashland Coal & Iron Ry. 
et al. 

The Pine Handle Company, Inc., has been authorized by the 
Commission to intervene in No. 16474, Lumberton Broom and 
Mop Handle Factory, Inc., vs. N. O. & N. BE. R. R. 

The American Linseed Company has been permitted to in- 
tervene in No. 16781 (Sub-No. 1), Spencer Kellogg & Sons, Inc., 
vs. N. Y. C. R. R. et al. 

The Illinois Coal Traffic Bureau has been permitted to inter- 
vene in No. 16827, Commercial Club of Fargo, N. D., et al. vs. 
Great Northern Ry. et al. 
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The Texas Panhandle & Gulf Railroad Company has been 
authorized by the Commission to intervene in the proceedings 
in Finance No. 4747, application of Pecos & Northern Texas 
Railway to construct a line of road in Texas; Finance No. 4756, 
application of Pecos & Northern Texas Railway to construct a 
line of road in Hale, Swisher and Castro counties, Texas, and 
Finance No. 4769, application of the Ft. Worth & Denver South 
Plains Railway to construct and operate a new line of railroad. 

The Commission has further modified its order in No. 13418, 
Houston Cotton Exchange & Board of Trade et al. vs. Arcade & 
Attica R. R. et al., by adding at the end of the fifth and seventh 
paragraphs thereof, the following: “Provided, however, that in 
complying with said order defendants shall not be required to 
establish rail-and-water and rail-water-and-rail rates lower than 
$1.50 per 100 pounds.” A further modification has also been 
made in that the order, as modified, shall become effective on 
June 15 instead of on May 15. 

The Memphis Freight Bureau has been authorized by the 
Commission to intervene in No. 12358 and related cases, Texas 
Live Stock Shippers’ Protective League et al. vs. Director-Gen- 
eral, A. & S. Ry. et al. 

The W. E. Urick & Co., L. K. Small Company, Thos. G. 
Chung & Co., White Bros. & Crum, John Amicon Bros. & Co., 
Leahy & Hanna, Will S. Fawcett, D. Canale & Co., J. J. Barnes- 
Fain Company, Inc., A. Fugazzi & Company, McCullough Bros., 
L. W. Rogers Company, Samuel A. Townsend, Neitert Produce 
Company, Frederick Opolinsky, M. F. Candioto & Co., Consoli- 
dated Brokers, Inc., W. C. Deyo & Bro., Inc., Lagomarcino-Grupe 
Company, Hugh F. Smith, Jr., Brokerage Company, Hulsey-Bes- 
sent Company, John Nix & Co., The A. C. Blair Company, and 
Fruit Distributors’ Service Company have been permitted to in- 
terfere in No. 16526, Pacific Coast Vegetable Growers’ and Ship- 
pers’ Transportation Committee et al. vs. Southern Pacific et al. 


FINANCE APPLICATIONS 


The New York Central, the Michigan Central, and the Cleve- 
land, Cincinnati, Chicago & St. Louis have asked for authority 
to assume obligations and liability in respect to not exceeding 
$10,530,000 of New York Central Lines equipment trust 414 per 
cent equipment trust gold certificates, to be issued by the Guar- 
anty Trust Company of New York, the proceeds to be used in 
payment for equipment, estimated to cost $14,179,385. Among 
the equipment to be bought for the New York Central will be 29 
steel motor passenger cars, 1,000 steel box cars, 10 dining cars, 


10 passenger coaches, 15 baggage cars and 200 refrigerator cars.- 


Among the items for the Michigan Central are 1,000 box cars, 2 
dining cars, 5 baggage cars; and for the Big Four 1,000 box cars, 
1,500 high side gondolas, 10 dining cars, 25 baggage cars and 300 
refrigerator cars. 


UNCONTESTED FINANCE CASES 

The Long Island has been authorized to issue and sell 
$1,095,000 of equipment trust certificates at not less than 99.25 
per cent of par and accrued dividends. 

The Minneapolis & St. Louis has been authorized to issue 
$750,000 of 6 per cent receiver’s certificates to fund certificates 
of a like amount maturing on or about April 30, May 5 and 
May 20. 

The Salina & Santa Fe has been authorized to issue one 
registered first mortgage 6 per cent gold bond in the denomina- 
tion of $579,000 and to deliver it to the Santa Fe, the parent 
company, in satisfaction of a like amount of indebtedness for 
advances for capital purposes. 

The Minneapolis, St. Paul & Sault Ste. Marie has been au- 
thorized to issue and sell $400,000 of equipment trust certificates 
at not less than par and accrued dividends. ° 

The Commission has authorized the Buffalo Northwestern 
to issue one registered general mortgage 6 per cent gold bond 
for $1,200,000 and deliver it to the Atchison, Topeka & Santa Fe 
in satisfaction of a like amount of indebtedness for advances for 
capital purposes. 

The Longview Portland & Northern Railway Company has 
been authorized to issue $66,666 of promissory notes in connec- 
tion with the procurement of equipment. 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 13954, Alton Mercantile Company et 
al. vs. A. & W. Ry. et al., have petitioned the Commission to re- 
open the case for further argument, and, in the alternative, for 
an extension of the effective date of its order. 

The complainant in No. 16645, Harbor Coaling Corporation 
vs. B. & O. R. R. et al., has requested the Commission to grant 
a rehearing or supplemental hearing therein. 


CHANGES IN DOCKET 


Hearing in Finance No. 3392 (Sub-No. 2), application of 
section 15-a of the interstate commerce act to electric railways, 
assigned for May 5, at Washington, D. C., before Examiner 
Burnside, was canceled. 

Hearing in No. 16353 (and Sub-No. 1), Columbia Bag, Wood 
& Coal Corporation et al. vs. L. V. R. R. et al., assigned for 
May 6, at Boston, Mass., before Examiner Griffin, was postponed 
to a date to be hereafter fixed. 
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ENVELOPE BLANK RATES 


Examiner J. O. Cassidy has recommended the dismissal of 
No. 16151, American Lithographical Company vs. Lehigh Valley, 
on a finding that rates on paper envelope blanks, in sheets, 
printed or lithographed, or paper wrappers, in sheets, printed or 
lithographed, from New York to Buffalo, are not unreasonable or 
otherwise unlawful. The complaint alleged the rates on ship- 
ments since September 6, 1922, from New York to Buffalo, had 
been unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial. 

Among the contentions made by the complainant was that 
because of the low value of paper used in manufacturing the en- 
velope blanks, there should be reduced rates applicable to the 
blanks. Examiner Cassidy, said the Commission, in other cases, 
had declined to disturb the classification as applied to particular 
kinds of printed matter, even where the value was lower than in 
this case. He said that if the Commission decided that the 
commodity shipped should be taken out of the classification as 
printed matter, it would open up an endless field for complaint 
from the manufacturers of all kinds of printed matter. It would 
practically be impossible, he said, to distinguish between the 
different grades of commodities that came under the designation 
“printed matter” for the purpose of fixing specific rates on each. 

Among the things pointed out by the complainant was that 
the rates on the finished envelopes were lower than those on the 
printed blanks. The defendant stated, the examiner said, the 
classification of envelopes, other than government stamped, in 
one group which took the second and fifth class ratings, was 
made to cover the general field of all envelopes, the great portion 
of which were commercial envelopes of less value than the lith- 
ographed variety produced by the complainant. 


MISSISSIPPI-SOUTHERN RATES 


Examiner Morris H. Konigsberg has recommended the dis- 
missal of No. 16158, Edward Hines Yellow Pine Trustees vs. Ak- 
ron, Canton & Youngstown et al., on a finding that rates assailed, 
on forest products and naval stores, from points on the Missis- 
sippi Southern to interstate destinations, and on coal from inter- 
state destinations to points on that line, were not unreasonable, 
unjustly discriminatory or unduly prejudicial. The complaint 
alleged that the rates, combinations made on Lumberton, on for- 
est products and naval stores, from Barth, Kiln, and Loretta, to 
various interstate destinations, and on coal, from interstate 
points of origin to Barth, Kiln and Loretta, between August Ils 
1922, and about March 15, 1923, were unjust, unreasonable, un- 
justly discriminatory and unduly prejudicial, as compared with 
blanket rates in effect from adjacent points in Mississippi valley 
territory. It was the complainant’s contention, said the exam- 
iner, that the rates were unreasonable and unduly prejudicial to 
the extent they exceeded those in effect from and to Lumberton, 
which were subsequently established from and to the three 
points mentioned. The defendants contended that there was no 
unreasonable delay in the publication of the through rates from 
and to points on the Mississippi Southern, which is controlled by 
the Hines Lumber Interests, the complainant. The examiner 
reviewed the facts pertaining to the establishment of the lower 
rates to the three points mentioned and said the Commission 
should find the rates not unreasonable and dismiss the complaint. 


COMPLAINT HELD DEFECTIVE 


Examiner C. I. Kephart has recommended the dismissal of 
No. 16100, Seneca Wire & Manufacturing Company vs. Baltimore 
& Ohio et al., on a finding that all necessary parties, defendant, 
had not been named in the complaint. The complainant alleged 
that the applicable all-rail carload and less than carload rates 
on plain iron wire from Fostoria, O., its manufacturing point, to 
Savannah, Ga., and Jacksonville, Fla., had been and were unduly 
prejudicial, in violation of section 3 of the interstate commerce 
act in that they exceeded the combination rail-and-water rates 
from various competitive points, from Pittsburgh, Pa., to Green- 
wich, O., inclusive, to the same destination. The Commission 
was asked to prescribe non-prejudicial rates for the future. The 
examiner said the complaint was directed specifically against all- 
rail rates from Fostoria, but that the real issue, as developed at 
the hearing, was that the maintenance by the Baltimore & Ohio 
of joint rail-and-water commodity rates, from Pittsburgh, and 
from Youngstown and Cleveland, O., while refusing to establish 
similar rates from Fostoria, was unduly prejudicial to the com- 
— and unduly preferential of competitors at the points 
named. 

_ The examiner pointed out that Fostoria was served by the 
New York Central, the Nickel Plate and the Hocking Valley in 
addition to the Baltimore & Ohio. He said those roads concurred 
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in the rates assailed but that they were not named as defendants 
in the complaint. The rail-and-water rates, he said, were not 
attached as unreasonable. The complaint, he said, was solely 
one of relationship of competitive shipping points by which com- 
plainant was said to suffer an undue handicap in distributing its 
products in the markets named. 

The only explanation offered by the railroads, Kephard said, 
in justification of the relationship was that the Pittsburgh basis 
of rail-and-water rates had never been extended to points west 
of the so-called 76 per cent territory. Fostoria is situated in the 
78 per cent zone. But, he said, it was manifestly improper to 
accord the advantages of such rates to certain points and deny 
them to other competing points in the same general region from 
which traffic moved under substantially similar circumstances 
and conditions. Kephart said that on the record, as made, a 
carload rate of 48 cents and a less than carload rate of 62.5 
cents from Fostoria, apparently, would establish a fair relation- 
ship with the competitive points named, such rates to be without 
prejudice to any readjustment that might be necessary in conse- 
quence of findings in the Southern Class Rate Investigation. But 
all the necessary parties, he said, had not been named as de- 
fendants, and, aside from the question as to whether or not their 
evidence would change this aspect of the situation, it was ap- 
parent that a finding under section 3 could not be made on the 
incomplete record, hence his recommendation of dismissal. 


ADVISES COAL CASE DISMISSAL 


Attorney-Examiner W. A. Disque has recommended the dis- 
missal of No. 15225, Board of Railroad Commissioners of the 
State of Iowa vs. Central Railroad Company of New Jersey et al., 
on the finding that rates on anthracite coal, from the producing 
fields in Pennsylvania to points in Iowa, are not unreasonable, 
unjustly discriminatory or unduly prejudicial. He has also 
recommended, in a report on I. and S. No. 2317, Coal from 
Niagara Frontier to points in W. T. L. territory, a finding that 
the carriers had justified the proposed restriction of the propor- 
tional rates on anthracite, from the Niagara frontier, to East 
Burlington, Ill., via the New York, Chicago & St. Louis, so as 
not to apply, only on traffic destined to Burlington, Ia. That 
proposal was set for hearing and disposition in connection with 
the formal complaint. 

Complainant alleged, Disque said, that the rates on anthracite 
coal from the producing fields to all points in Iowa were unjust 
and unreasonable, unjustly discriminatory and unduly prejudicial 
as compared with relatively lower rates to Chicago, Peoria, St. 
Louis and St. Paul. 

Most of the rates, he said, were built on a two-point com- 
bination, the Niagara frontier and Chicago being the points in 
the making of the Iowa combinations. The Iowa commissioners 
deemed the combination to Chicago, $5.06, a reasonable maxi- 
mum and contended that rates to Iowa points should be made 
with reference thereto. They said the rates to Iowa points, 
notwithstanding the much longer hauls, yielded considerably 
greater ton-mile revenue than did the rate to Chicago. They 
argued that the rates to all the upper river crossings were 
unreasonable to the extent they exceeded the rate of $5.63 to St. 
Louis. Disque said that, on the basis of distance, there was no 
reason for higher rates at the upper crossings than to St. Louis, 
or, stated conversely, no reason for lower rates at St. Louis than 
the upper crossings. The carriers argued the rates to St. Louis 
and Chicago were too low, especially the former, because it was 
only 111 per cent of the Chicago rate, the usual basis being 117 
per cent. 

As to the proposed restriction, Disque said it would bring 
into play the Chicago combination of $7.20 instead of one of 
$6.51. He said the restriction prevailed over other routes and 
was justified because East Burlington was specifically excepted 
in other tariffs from the Trans-Mississippi group. 


MONONGAHELA VALLEY RATES 


Class rates between Clarksburg, Fairmont, Grafton, Morgan- 
town, Elkins and other points in West Virginia, on the one hand, 
and points in central territory are proposed for condemnation as 
unreasonable by Examiner Howard Hosmer, in No. 15680, Monon- 
gahela Valley Association vs. Akron, Canton & Youngstown et al. 
He said they should also be found unduly prejudicial. The rates 
were alleged by the complaint to be unduly preferential of 
Pittsburgh, and points in its vicinity. 

The term defendants, as used in the case, did not include the 
Baltimore & Ohio and affiliated companies. Hosmer said they 
were sympathetic to the complaint. All the complaining points 
are on the Baltimore & Ohio. Fairmont and Morgantown in ad- 
dition are served by the Monongahela, and Belington and Elkins 
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by the Western Maryland. Some of the complaining cities are 
on the Cumberland rate basis, subject to certain minima. Some 
are on the Fairmont-Connellsville group, which, on traffic to 
central territory, take arbitraries over Pittsburgh as follows: 
5, 4, 3, 2, 2 and 2. They have been in effect, without much 
change, since 1901. 

Hosmer said the complainants’ evidence related almost 
wholly to commercial conditions and are at a disadvantage in 
their competition with Pittsburgh in jobbing their products. He 
said the complainant relied largely upon the evidence offered by 
the Baltimore & Ohio, and urged the adoption of a plan of 
readjustment previously proposed by that carrier, which it con- 
sidered, and desired treated, as an admission of maladjustment 
to be corrected by the proposal. The defendants objected to 
evidence concerning that proposal on the ground that it was an 
offer in compromise and therefore inadmissible under familiar 
legal principles. In respect of that proposal Hosmer said it 
seemed sufficient to say that the conclusions recommended by 
him were not based upon any admission of unreasonableness, 
expressed or implied, on the part of the defendant carriers, but 
upon, relevant evidence. 

“It is clear,” said Hosmer, “that the present method of 
making rates to and from central territory deprives the cities 
represented by the complainant of the advantages of their 
geographical location.” He showed that by means of a table of 
rates to representative points in central territory and froms Pitts- 
burgh, Clarksburg and Belington in contrast with the first-class 
rates proposed by the complainant from and to the two last 
named points. In disposing of the complaint, Hosmer said: 


Upon this record the Commission should find that the rates 
assailed in the complaint’ are unjust and unreasonable, unduly preju- 
dicial to the persons, firms and corporations represented by com- 
plainant and unduly preferential of their competitors in the Pitts- 
burgh district. The following bases of maximum reasonable rates 
for the future should be prescribed without prejudice to conclusions 


which may be arrived at in No. 15879, Eastern Class Rate Investi- 
gation: 


“To and from points in the West Virginia group—Rates based 
on the current central territory scales applied to the average short- 
line distances between Morgantown, Fairmont, Grafton, Clarksburg, 
Cameron, Cairo, Roseby Rock and Stewart, on the one hand, and 
base points in Illinois in 100 per cent territory and east thereof on 
the other hand, but not less than the rates between Pittsburgh and 
such points, grouping to be departed from as may seem desirable 
in making rates to points near the eastern border of central territory. 
Rates to and from points beyond 100 per cent territory in Illinois 
equal to those between the same points and Pittsbugh. 

“To and from points in the Belington-Elkins group—Rates based 
on the current central territory scales, substituting Zone B scales 
for Zone A scales, applied to the average short-line distances be- 
tween Weston, Belington, Elkins, Buckhannon and Philippi on the 
one hand and base points in 100 per cent territory in Illinois and east 
thereof. Rates to points beyond 100 per cen territory constructed by 
taking as a first-class rate 76 per cent of the New York-Chicago 
first-class rate and applying thereto the class percentage relationships 
in effect in central territory to obtain the rates on the lower classes.”’ 


NEWSPRINT CASE DISMISSED 


Examiner C. W. Griffin has recommended the dismissal of 
No. 16355, Hartford Times, of Hartford, Conn., et al., vs. Maine 
Central et al., on a finding that the rates on newsprint paper, 
carloads, from points in Maine and Vermont to points in Massa- 
chusetts, Rhode Island, Connecticut and New York were ap- 
plicable and not unreasonable nor otherwise unlawful. The 
complainants alleged the rates were unreasonable, unjust, dis- 
criminatory, prejudicial and illegal. They based their claims, 
the examiner said, chiefly on the ground that sixth class rates 
were applicable and the shipments were overcharged. Prior 
to February 14, 1920, when the so-called Anderson scales, pre- 
scribed in Proposed Increases in New England, 49 I. C. C. 421, 
was established, the commodity rates applied on these ship- 
ments were lower than the sixth class rates. After the ship- 
ments moved the rates were changed to agree with the new 
scale. In support of the allegation of unreasonableness, the 
examiner said the complainants urged that there was no differ- 
ence in the value of the commodity, movement, or other con- 
ditions which justified the maintenance of higher rates in the 
period in which the shipments moved than the sixth class or 
commodity rates subsequently established. The examiner laid 
down the old rule that the voluntary reduction of the rates was 
not of itself sufficient ground for the finding that the prior rates 
were unreasonable. He said the evidence did not justify the 
finding of undue prejudice. 


GENERAL REQUEST NOT SUFFICIENT 


Examiner John H. Howell has recommended the dismissal 
of No. 16348, Mentone Lumber Company vs. New York, Chicago 
& St. Louis, a case that was tried under the shortened procedure 
method, on a finding that under its tariff the defendant is not 
required to weigh all of complainant’s shipments of coal and 
coke upon a general request, without definite information as to 
particular shipments. 

This case grew out of two box carloads of anthracite shipped 
from Parsons and Mahonoy Plane Scale, Pa., to Mentone, Ind., 
in December, 1923. The complaint alleged that because of the 
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failure of the defendant to reweigh the coal and to show the 
gross, tare and net weights on the freight bills and because the 
defendants demanded, for weighing and additional transporta- 
tion, charges for a movement to and from Fort Wayne, Ind., the 
complainant was damaged in the sum of $500. The carrier, after 
taking the coal to Fort Wayne for weighing, reported that the 
original weights were correct. The complainant asked for repa- 
ration and an order to cease and desist what it alleged was a 
violation of the interstate commerce act, namely, a refusal to 
weigh all its shipments of coal and coke, upon a general request, 
without definite information as to particular shipments. 

Howell said that under the rules the complainant was enti- 
tled to have shipments reweighed upon proper request, but that 
it could not be held that a general request that all its shipments 
be reweighed came within the meaning of the rules. He said 
that should the complainant be dissatisfied with the rules it 
might bring their reasonableness in issue. He said the complain- 
ant did not submit the freight bills and that its statements as to 
the failure of the defendant to show gross, tare and net weights 
were too indefinite to justify consideration. He said there was 


no statement as to the basis upon which the defendant esti- 
mated its damage at $500. 


REPARATION ON GRAPEFRUIT 


An award of reparation has been recommended by Examiner 
John H. Howell in a tentative report in No. 16196, A. Levy & J. 
Zentner Company vs. Santa Fe et al., and a sub number, Same 
vs. Southern Pacific et al., on a proposed finding that commodity 
rates of $1.37 prior to and $1.235 from and after January 1, 1922, 
on grapefruit, in carloads, from Phoenix, Ariz., to San Francisco, 
Calif., were unreasonable to the extent that they exceeded $1.02. 
The shipments move in 1921 and 1922. Complainant asked rep- 
aration to the basis of $1.02 and relied on the Commission’s de- 
cision in Jacobs, Malcolm & Burtt vs. A. E. R. R. Co., 87 I. C. C., 
419, in which a rate of $1.02 was found reasonable. 


RATES ON BULK CORN 


Dismissal of the complaint in No. 15899, Wichita Terminal 
Elevator Company vs. Chicago, Rock Island & Pacific et al., has 
been recommended by Examiner Myron Witters on a proposed 
finding that rates on one carload of bulk corn shipped from Alvo, 
Neb., to Wichita, Kan., stored and reshipped to Custer City, 
Okla., were not unreasonable or unduly prejudicial. Complain- 
ant alleged that the combination rate of 44.5 cents charged on 
the shipment, in December, 1922, was unjust, unreasonable and 
unduly prejudicial to the extent that it exceeded a through rate 
of 34 cents between Alvo and Custer City. The examiner held 
that, under the transit tariff of the Rock Island, the proper 
charge had been imposed. He said that, effective April 29, 1923, 
the Rock Island tariff was amended so as to permit storing in 
transit at Wichita on the basis of the through rate on shipments 
moving out of Wichita over a connecting line. 


FUEL OIL REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John H. Howell in No. 
15888, Maryville Electric Light & Power Co. vs. Atchison, To- 
peka & Santa Fe et al., as to rates and the charges thereunder 
on gas and fuel oils, to Maryville, Mo., from points in Oklahoma 
and Kansas. The complaint alleged the rates were unreason- 
able since April 30, 1922, to the extent they exceeded 5.5 cents 
prior to July 1, 1922, and 5 cents since that time, less than the 
rates on refined petroleum products. The examiner said the 
rates should be found unreasonable to the extent they exceeded 
31 cents from the Oklahoma field prior to July 1, 1922, and 28 
cents after that date and 26.5 cents from the Kansas fields and 
award reparation to that basis. Effective November 1, 1923, 
the rates, via the two routes serving the destination point, were 
reduced to 26.5 cents from the Kansas field and 28 cents from 
the Oklahoma field. 


MISROUTING REPARATION 


Examiner David T. Copenhaver, in a report on No. 16129, 
S. Rudolph & Co. vs. Pennsylvania et al., said the Commission 
should find the rate on scrap iron, from the 37th Street Station, 
New York, to Bethlehem, Pa., not unreasonable, discriminatory 
or unduly prejudicial. He said the Commission should find that 
some shipments were misrouted and award reparation. 


METAL CUSHION ASSEMBLIES 


Examiner R. L. Shanafelt, in No. 16362, Fort Smith Couch 
and Bedding Company vs. Baltimore & Ohio et al., has advised 
the Commission to find the rate on metal cushion or seat spring 
assemblies, in carloads, from Cincinnati, O., to Fort Smith, Ark., 
not unreasonable, unjustly discriminatory or unduly preferential 
in the past, but unreasonable in the future to the extent it may 
exceed 79.5 cents on a minimum of 30,000 pounds. He found 
an overcharge and said the Commission should require prompt 
refund of the overcharge. 

The examiner said the carriers did not seriously object to 
applying a rate of 79.5 cents on the metal cushion or spring seat 
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assemblies, but they did object to applying it on the more ex- 
pensive davenport assemblies. They seriously objected to using 
it as a basis for reparation on the ground that that was the rate 
prescribed in the Memphis-Southwestern case for a similar move- 
ment because the Commission, they pointed out, in many cases, 
had declined to give retroactive application of rates prescribed 


in a general investigation in which there were both increases 
and reductions. 


SAND CASE DISMISSED 
An order of dismissal has been advised by Examiner Alfred 
g. Knowlton in No. 16281, Shanks & Gannon Construction Co. 
ys. Cleveland, Cincinnati, Chicago & St. Louis et al., on a finding 
that the rates on sand, from Lafayette, Ind., to Hospital and 
Manteno, Ill., are not unreasonable. The complaint covered 
shipments made between April and November, 1923. 


HAY WEIGHING CASE 


Examiner Burton Fuller has recommended the dismissal of 
No. 15891, Toberman, Mackey & Company vs. Southern et al., 
on a finding that the defendants’ rules, regulations and practices 
with respect to the weighing of carload shipments of hay are not 
unreasonable, unduly prejudiciaal or unjustly discriminatory. 
The complainant alleged that the refusal of the defendants to 
refund to the complainant amounts collected on shipments of 
hay made over defendants’ lines in excess of the charges based 
on the weight of the shipments at destination, as established by 
affidavits, certificates or other evidence, while customarily as- 
sessing charges on such basis against hay dealers generally, was 
unreasonable, unduly prejudicial and unjustly discriminatory. 


COMMISSION LACKS JURISDICTION 


Examiner J. Edgar Smith has recommended the dismissal of 
No. 15045, E. Fernandez & Co. vs. Southern Pacific of Mexico et 
al., on a finding that the Commission has no jurisdiction over a 
complaint alleging that unreasonable rates were charged on 
chick peas (garbanzo) in carloads, shipped in bond from points 
in Mexico to New Orleans and thence sent to Porto Rico and for- 
eign countries. 

After quoting section 1 of the interstate commerce act, Mr. 
Smith said it would be noted that transportation from a foreign 
country through the United States to a foreign country was not 
embraced in this section. As to the shipments to Porto Rico, he 
said that Congress, in 1917 amended the interstate commerce 
law, by means of a provision in the act establishing civil gov- 
ernment in Porto Rico, by saying it should not apply, either as 
to the way it stood then or as it would stand by amendments 
that might be made, to Porto Rico, although that island was an 
organized territory appurtenant to, but not incorporated, in the 
United States. He said that to apply the act to the part of the 
transportation that took place within the United States, would 
be to extend the interstate commerce act, contrary to the provi- 
sion excluding Porto Rico from its terms, not only up to the 
ports of Porto Rico, but to points within that territory. He said 
that there was nothing in complainants’ contention that, inas- 
much as the shipments came to a temporary rest, in bond, at 
New Orleans, that the transportation should be considered as 
ended there. The shipments in question were made in the sum- 
mer and fall of 1921. 


FRUIT WRAPPING PAPER RATES 


Attorney Examiner John McChord, in No. 16163, Crown Wil- 
lamette Paper Co. vs. Union Pacific et al., has advised the Com- 
mission to find rates on printed fruit wrapping paper, in Car- 
loads, from Los Angeles, Cal., to Rocky Ford and Ordway, Colo., 
unreasonable. He said the Commission should find the rates 
assailed were, are and will be unreasonable to the extent they 
exceeded, exceed or may exceed 94 cents. He said reparation 
should be awarded to that basis. The complaint alleged that 
the rates were unjust and unreasonable as applied to shipments 
in July, 1922. The rate to each place was $1.50. 


RICE CASE DISMISSED 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 16481, Memphis Freight Bureau vs. Ann Arbor et al., a 
complaint asking reparation on shipments of clean rice from 
Memphis to points in Canada, alleging that freight charges col- 
lected were unreasonable, unduly prejudicial, and in violation 
of the fourth section. He said the fourth section relief under 
application No. 2045, filed by the Illinois Central, should be 
denied. It requested relief on clean rice from New Orleans and 
related points to Canadian destinations. He found over and 
undercharges which, he said, should be adjusted. 


DEMURRAGE CHARGES LAWFUL 


In a report on No. 16060, Western Import Company vs. Di- 
rector-General, Attorney Examiner John McChord, said the Com- 
mission should find the demurrage charges on beans, held at 
Seattle, Wash., in February, March and April, 1919, under con- 
structive placement, were not unlawful. The beans were im- 
ported from the orient for delivery to the United States Food 
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Administration. Owing to congestion on the tracks of the’ 
bonded warehouses at Seattle, the cars could not be unloaded 
within the free time. The complainant contended that that was 
a custom’s delay entitling it to exemption from demurrage. 
McChord said, while the warehouses were bonded to the govern- 
ment, it was not shown that they were a facility of the customs 
and under its control in the collection of custom’s dues. He 
said the proximate cause of delay was the failure of the ware- 
house to provide sufficient unloading facilities. 


HARDWOOD LUMBER RATES 

An order of dismissal should be made in No. 16283, South- 
ern Lumber Company vs. Louisiana & Arkansas et al., said 
Examiner Morris H. Konigsberg, the examiner who heard the 
testimony on rates on hardwood lumber from Jonesville, La., 
to Loudon, Greenville and Cleveland, Tenn., and Thomasville 
and High Point, N. C. He said they should be found not un- 
reasonable, He said the Commission should find higher rates 
from Jonesville and Cleveland and Loudon than to Lenoir City, 
Tenn., and from Jonesville to Greenville, higher than to Bristol, 
Va.-Tenn., unlawful as in violation of the long-and-short haul 
part of the fourth section. He said the unlawful departures 
should be promptly eliminated and the case dismissed. 


OLD BOILER FLUE RATES 


Examiner Harris Fleming has recommended the dismissal 
of No. 15929, lowa Gate Company vsfl Baltimore & Ohio et al., on 
a finding that rates applicable on worn out and discarded loco- 
motive boiler flues and tubes, from Harvey, Chicago and East 
St. Louis, Ill., St. Paul, Omaha, to Cedar Falls, Ia., imposed on 
shipments that moved between December 11, 1922, and May 15, 
1928, are not unreasonable. The complainant alleged the rates 
imposed were unreasonable to the extent they exceeded those 
contemporaneously maintained on scrap iron. New rates for 
the future and reparation were requested. The complainant con- 
tended that it competed with scrap iron dealers in purchasing 
the commodity involved, and that it, at times, in competition 
with such dealers bought these flues at the same price from the 
same piles. The examiner said an effort was made to show that 
while the complainant was denied the scrap iron rate, that rate 
was accorded to its competitors. But, he said, that testimony 
was too general to merit attention. 


SAND AND GRAVEL RATES 


A downward revision of rates on sand and gravel has been 
proposed by Examiner W. M. Cheseldine in No. 15329, Pennsyl- 
vania Sand & Gravel Producers’ Association et al. vs. Baltimore 
& Ohio et al. He said the Commission should find the rates on 
the commodities mentioned, from points in western Pennsyl- 
vania to destinations in Ohio, West Virginia and New York, un- 
reasonable and unduly prejudicial to the extent they exceeded 
the rates contemporaneously maintained on slag and crushed 
stone, from and to the same points, subject to the application of 
scales as a maximum for single-line hauls, 20 cents per ton to 
be’ added for joint-line hauls, distances to be computed over 
short-line routes where composed of one or more carriers. 

The complaint alleged the rates were unreasonable, and 
unduly discriminatory and prejudicial to the complainants and 
their traffic, and unduly preferential of shippers of crushed stone 
and slag. The examiner said that, generally speaking, there 
was no transportation reason why the rates on sand and gravel, 
commodity rates made without any relation to each other, should 
be higher than those on slag or crushed stone. He said that 
wherever the Commission had prescribed rates on all of them 
they had been rated the same. He said the rates complained of, 
considered as a whole, were clearly too high. The scale to be 
observed as maximum is as follows: 


(Miles) (Cents) (Miles) (Cents) 
Distance Rate Distance Rate 
See ere re ee | re 110 
Le ee eS re 120 
eS eer DO 176 OW OVEE B80 evcn csc ci cccccs 130 
Oe WE GUE Gi ob iieSeccsewes RE ee ee ee 140 

100 GHG OVEE Blokes iciccsic deeds 100 


SIMPLIFIED FIGHT STARTED 


The Traffic World Washington Bureau 

The tacit understanding between the railroads and the men 

in the Commission who are handling the fight between the 
Louisville & Nashville on the one hand and the Norfolk & West- 
ern on the other over the question whether the first mentioned 
is entitled to an origin differential of 15 cents per ton on coal 
from the Jellico district and points taking the same rates to 
middle western and near northwestern destinations is being car- 
ried out. In accordance with the understanding the Louisville & 
Nashville filed its tariffs providing for the differential to upper 
Mississippi River crossings and other points in Iowa, Kansas, 
Missouri and Nebraska. It claimed that in so doing it was re- 
storing a former relationship of rates as between origin points. 
In due course the Norfolk & Western and the Chesapeake & 
Ohio came along with similar tariffs making a reduction to match 
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the Louisville & Nashville proposal, the tariffs of the two par- 
ties having effective dates of May 3 and later. In accordance 
with the understanding the railroads procured the suspension of 
each others’ tariffs by making the customary protests and re- 
quests, the tariffs being suspended in I. and S. 2402. Coal oper- 
ators also joined in the fight, among the protestants being an 
association of Colorado and New Mexico operators. They in- 
voked the Hoch-Smith resolution suggesting that they had had 
difficulty in marketing any part of their production in part of 
the territory affected by the rates that were being proposed, 
lower than the existing ones. 


BOND DELIVERY AUTHORIZED 


The Commission has authorized the Cane Belt Railroad 
Company to issue one registered first mortgage 6 per cent gold 
bond, of a denomination of $1,000,000, for delivery to the Atchi- 
son, Topeka & Santa Fe in satisfaction of a like amount of in- 
debtedness for advances for capital purposes. Texas and its 
railroad commission protested, claiming that the applicant was 
primarily subject to the state jurisdiction and that the issuance 
of the bond should not be authorized until the Texas commission 
had determined that the issue would not be in violation of the 
laws of the state. The Commission said that actual violation of 
the laws of Texas was not affirmatively charged by the protest- 
ants. It said that it had discussed similar representations by the 
Texans in Bond of the North Texas & Santa Fe case, and did 
not go into this one. 

SOUTHERN PACIFIC EXTENSION 

The Southern Pacific Company has applied for authority to 
construct an extension of the Southern Pacific Railroad Com- 
pany’s Lodi branch from Valley Spring, Calif., to a point approx- 
imately 8 miles distant in Calaveras county, Calif., in order to 
serve a cement plant. 


ORIENT APPLICATIONS 

The Kansas City, Mexico & Orient Railway Company, in ap- 
plications filed with the Commission, has asked for authority 
to acquire the properties of the Kansas City, Mexico & Orient 
Railroad Company in Kansas and Oklahoma, and to acquire con- 
trol of the Kansas City, Mexico & Orient Railway Company of 
Texas. The applications, if granted, will give effect to part of 
the proposed reorganization of the Orient. The reorganization 
plan was recently laid before the Commission in another ap- 
plication. 


RATES ON BEEF HAMS 


Rates on fresh, salted beef hams moving from Chicago to 
eastern points, are attacked in Docket 16550, Guggenheim 
Brothers against the B. & O. et al., heard by Examiner Koebel 
at Chicago, May 4. 

A. H. Unger, for the complainant, described a difference 
that existed between beef hams and other meat lightly salted. 
He said, however, that the carriers, on less-than-carload ship- 
ments, had applied the same rates in a number of instances and 
that the complainant had called the error to their attention. 
He said the carload rate was the first class rate and the less- 
than-carload, the fourth class rate. 

Joseph Kodl, a butcher, was called by the complainant’s 
counsel, to illustrate the different cuts of meat by cutting up 
parts of a beef ham. 

E. P. Steffen, of Swift and Company, was put on the stand 
by the complainant, and said he did not consider the $1.40 less- 
than-carload rate reasonable as compared with the carload rate 
of 64 cents. He said that, in his opinion, one factor that should 
give the beef hams a more favorable rate was their compara- 
tively low liability. 

F. Guggenheim, for the complainant, explained the situation 
in the industry with regard to competition and said the freight 
rate was an important factor. He told of the uses to which 
beef hams were put and entered testimony with relation to the 
value of the different meats. 

J. C. Miller, assistant general freight agent, B. & O., gave 
a history of the rate, tending to show that value was one point 
taken into consideration when the rate was first made. He 
also testified that there had been no increases in the rates on. 
beef hams, other than the general advances and reductions, for 
a long period of time and that the rates were not unreasonable. 

George Merki, of the Central Inspection and Weighing 
Bureau, gave a similar history of the rates and ratings on beef 
hams. He entered exhibits and testimony tending to show 
that the long existent rate on beef hams was not unreasonable. 


RATES ON LIVESTOCK 


Rates on livestock are involved in Docket 16562, Oscar Mayer 
& Company against the Santa Fe et al, heard before Examiner 
Koebel, at chicago, this week. The complaint alleges unreason- 
able rates from South Dakota, Iowa, and Minnesota points to 
Madison, Wisconsin, as compared with rates to Chicago and Mil- 
waukee, 

Oscar Mayer, for the complainant, gave a history of the 
corporation and described the work of its plants. He said labor 
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conditions and wages at Madison were good and that the packing 
company preferred to do the early stages of the preparation of 
meat at that point and then ship the sausage and green meat to 
Chicago for further manufacture. He said he would like to see 
the rate to Madison reduced. 

Leon Freitag, traffic witness for the complainant, entered 
exhibits comparing rates on livestock between the points in- 
volved, with rates for like distances. He contended that the-rate 
from St. Paul to Madison was preferential of ‘Milwaukee and 
Chicage. He told of the handling of the livestock at the yards. 

John R. Baker, for Armour & Company, as intervener, said 
the position of that company was that, if discrimination did 
exist, it must be by reason of unreasonable rates to Madison, as 
the rates charged on the traffic to Chicago were maximum reason- 
able rates and should not be disturbed in disposing of the pres. 
ent complaint. 

A. F. Cleveland, assistant freight traffic manager, Chicago & 
North Western, said it was the position of his road that the rates 
to Madison were reasonable per se. He said any advantage in 
distance that Madison enjoyed under Milwaukee or Chicago was 
offset by the cost of operation. He said the rates involved were 
on a group basis in which distance received little consideration, 
and he thought it was unfair to pick out a point in the group and 
claim unreasonableness in its rate because the distance to it was 
somewhat shorter. He said the western carriers were not in 
position to reduce any rates and, if anything, they needed to in- 
crease their rates. 

O. H. Timme, for the C. M. & St. P., told of the operating 
difficulties encountered by his road in shipping to Madison. He 
said the grades were high and the rails over the division leading 
into Madison were too light to handle heavy traffic or the larger 
engines. He entered exhibits of rate comparisons and earn. 
ings on different commodities with the purpose of showing that 
the rate to Madison was not too high. 


DIVISIONS HEARING 


The early part of this week was taken up in correcting old 
exhibits and clearing up earlier testimony in the continued hear- 
ing on docket 15234, with regard to divisons in western and 
transcontnental, or Mountain Pacific, territories, before Exam- 
iner Disque, at Chicago. The case of the Western Trunk Lines 
was finally completed, and the presentation of the testimony of 
the transcontinental carriers, those in the position of the de- 
fendant, was begun May 6. 

E. E. Calvin, vice-president in charge of operation, entered 
testimony describing the territory covered by the road he rep- 
resented, tending to show that a large part of the system was 
operated through mountain territory with its attendant diffi- 
culties of operation due to inclement weather, grades and atmos- 
phere. He entered, as an exhibit, a large profile sketch com- 
paring the elevation of the Union Pacific with that of, the C. & 
N. W., with the purpose of showing the much greater elevation 
of the Union Pacific. 


RATES ON SALT 


Reparation is sought on about 600 carloads of salt moving 
between Burmeister, Utah, to points in Idaho, Montana, Oregon 
and Washington, in a period between Nov. 1, 1921, and June 30, 
1922, and also between Nov. 7, 1922, and July 27, 1923, in Docket 
16489, the Morton Salt Company against the Butte, Anaconda & 
Pacific et al., heard by Examiner Keobel at Chicago, May 2. 

Homer Legan, for the complainant, testified as to the ship- 
ments made and entered exhibits showing the points of origin 
and destination involved. He said reparation was sought on the 
basis of the scale of rates growing out of the Inland-Crystal Salt 
case, Docket 12484. He said that the points of origin and destina- 
tion were virtually the same in the present case as in the earlier 
one. 

O. T. Cull, for the C. M. & St. P., brought out the points of 
difference between shipments in the former case and the present 
ene, tending to show that the number of line hauls was different. 
He also questioned the different methods of paying and bearing 
charges by the complainant. However, Ralph Merriam, counsel 
for the Morton Salt Company, brought out facts tending to show 
that the freight charges, whether on delivery, or later, in the 
final instance were borne by the complainant. 


ST. LOUIS TERMINAL APPLICATION 


The Terminal Railroad Association of St. Louis has applied 
to the Commission for authority to acquire control, by lease, of cer- 
tain of its associated or affiliated companies, as follows: St. Louis 
Merchants’ Bridge Terminal Railway Company, East St. Louis Con- 
necting Railway Company, and the St. Louis Transfer Railway 
Company. The applicant said the lines were in common control 
by reason of the applicant owing all of the outstanding capital 
stock, either directly or indirectly, of the associated or affiliated 
companies, and that therefore the properties would lend them- 
selves to unified operation. It said, while they had for years 
been operated conjunctively and interchangeably for the purpose 
of economy and expedition, the operation as a single unit would 
result in additional economies with respect to management and 
operation. , 
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RATE STRUCTURE INVESTIGATION 


The Traffic World Washington Bureau 


The Ash Grove Lime & Portland Cement Company and the 
Pierce City Lime Company, answering the invitation of the Com- 
mission to present views in respect of the questions raised in 
No. 17000, the rate structure investigation, have protested any 
increase in the rates on lime, asserting that lime already was 
paying more than its proportionate share of the transportation 
purden. The protestants assert that in order that a builder or 
contractor may obtain lime it is necessary that the lime move 
on a rate as low as possible, for, if the cost of transportation is 
so great that the contractor or builder cannot use the lime he 
must naturally turn to some other material as his substitute. 


They asserted that keen competition met by the lime manu- 
facturer restricted the average movement of lime to points 
within a radius of approximately 300 to 350 miles. They said 
that one of the substitutes coming into direct competition with 
lime was gypsum plaster, enjoying substantially lower freight 
rates to consuming markets than the rate accorded to lime. 
They said that since the general advances in rates, dating back 
to June 25, 1918, the spread between the lime rates on the 
plaster rates had been materially increased. They asserted that 
there was no logical reason why plaster ever should have been 
allowed any lower rate than lime. In many instances, they said, 
where lime was used for chemical purposes and long hauls had 
to be made, the rates were unreasonable, being in excess of the 
actual invoice price of the lime itself. 


The apparent primary intent of the Hoch-Smith resolution 
was to assist in the transportation by rail of the products 
of agriculture, through reduced freight rates, which might 
be made up, if necessary, through readjustments of other rail- 
road rates, Paul A. Walker, special counsel of the Oklahoma 
Corporation, said in a statement filed with the Commission in 
No. 17000. Through compromises, the resolution was so 
broadened as to express the intent of Congress to include 
other industries affected by existing depressions as affected 
agriculture, Mr. Walker said. He said there would be disap- 
pointment if the Commission did not do something promptly 
in the way of complying with the intent of the resolution 
that something be done soon for the relief of agriculture. 


Construing the resolution as meaning also that Congress 
desired the Commission to make a thorough investigation of 
the entire rate structure, Mr. Walker said nobody could 
reasonably contemplate that the intent of the resolution could 
be carried out through any brief investigation. He said the 
investigation must be thorough and complete. In conclusion 
he said in part: 


The resolution should be complied with in its fullest intent. A 
hope that Congress may modify it or be satisfied with a superficial 
investigation is, it appears, groundless. An improper or only partial 
determination now will only call for further action on the part of 
the Interstate Commerce Commission or some other body appointed 
to carry on work wiuich can only properly be done by the Interstate 
Commerce Commission. The fear that business may be disturbed 
through the investigation should not deter the prosecution. A 
failure to carry out the full intent of Congress as expressed in the 
resolution may lead to more radical action on the part of Congress. 
A sensible though prompt prosecution of the investigation should 
not unduly disturb the businéss conditions of the country. 


It appears that the general investigation can be conducted, in 
the preliminary stages at least, without the necessity of hearings. 
A study can be made, without hearings, to ascertain the factors 
necessary for a comprehensive determination of: (a) freight rates 
and related charges with sufficient data for a proper determination 
of costs of handling the different classes and commodities of freight; 
(b) the possible readjustment among the various classes and com- 
modities of freight: (c) the relationships between line and terminal 
costs; (d) the relationships among the different sections of the 
country, localities, communities and points, and the proper rela- 
tionship of rates so that there shall not be discrimination against 
particular sections, localities, communities or parts of the country. 
Sufficient study along these lines for a preliminary or proposed re- 
port would require the attention of competent experts for consider- 
able time before an intelligent proposal could be made. Such study 
need not disturb business conditions. 


The Kentucky Railroad Commission, in a statement filed 
in No. 17000, in part, said: 


Our understanding of the law and policies governing this Com- 
mission, is that you may not make rates unduly low upon some 
specific, or group of commodities, thereby compelling you to make 
rates unduly high on other commodities, in order that revenue of 
carriers will be preserved. * * * 

Our observation is that the Commission has endeavored througi- 
out these many years of its existence to iron out the many incon- 
Sistencies and inequalities existing at the time the structure was 
taken from railroad traffic managers and turned over to the Com- 
mission by Congress. * * * 


If the literal text of the resolution is complied with, then this 
leveling process must perforce be amandoned, and the long suffering 
communities left in their undeveloped state, in order that some 
classes and communities may retain that undue advantage they now 
Possess. Or if the Commission should attempt a double-barreled pro- 
cess, that is, to try to give relief to the discriminated communities 
and undue advantage to a particular class, then revenues of carriers 
must necessarily be snrunk to such a point the carriers cannot con- 
tinue even their present state of efficiency. 


Or should you raise rates on other commodities to take care of 
preferred rates on agricultural products, then would it not be like 
the proverbial dog chasing his own tail, for it would be hard to find 
commodities of which the farmer is not a-consumer. We do not be- 
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lieve the purchasing power of his dollar can be increased by this 
process. * * # 


The resolution of Congress intimates the Commission should use 
as a guide, the market value, in making the rate for a given com- 
modity. * * * We believe this recommendation embodied in the 


a ae and beyond the power of man to be made work 
able.- 


It is our sincere belief that the Commission should be permitted 
to continue its program of ironing out the many inequalities existing, 
piece-meal, as you have started, which will place the citizens of one 
community on a commercial parity with citizens of other com- 
munities, 


No Lake Cargo Hearing 


The Commission has denied the petitions in No. 15007, Pitts- 
burgh Coal Producers’ Association vs. Ashland Coal & Iron Com- 
pany et al., and related cases, commonly known as the Lake 
Cargo Coal Case, for further hearing under the Hoch-Smith reso- 
lution. Petitions for further hearing were filed by interveners 
operating in Kentucky, West Virginia, Tennessee, and Virginia. 
Argument on the question of further hearing in the case was 
heard last week. 

Denial of the petitions was taken as‘inndicating that there 
would not be any general reopening or further hearing in cases 
on account of the Hoch-Smith legislation. It was not taken, 
however, as indicating that there would be a denial in every 
case in which a petition such as the interveners in the case 
mentioned filed might be submitted. 

The Commission did not say why it had denied the petitions. 
It never gives reasons for denial, following, in that respect, the 
practice of the.Supreme Court of the United States. The in- 
ference in the Lake Cargo Coal case is that the Commission 
deems the record adequate for disposition of the issues in that 
case, in the light, not only of the law as it existed at the time 
the record was made, but also in the light of the Hoch-Smith 
resolution. . 

Samuel Herndon, acting manager of the traffic department 
of the Cincinnati Chamber of Commerce, who attended the 
arguments in the lake cargo coal case, has filed his views as to 
the meaning of the Hoch-Smith resolution. ‘They are, in part, as 
follows: 


The examiners in their recommendation have ignored all other 
considerations than the mileage, and we find no basis of reason or 
law for such a theory. In fact, the Hoch-Smith resolution specfically 
directs the Commission to consider the conditions, which at any 
given time prevail in our several industries, to the end that com- 
modities may freely move with fair profit to the producer and be sold 
at a reasonable price to the consumer. Now, if the West Virginia, 
Kentucky and Tennessee mines are to be deprived of their north- 
western markets, it will unduly favor the Pittsburg district, which, 


— this competition, can raise prices, making them unreason- 
able. 


The purpose of the resolution is plainly to discard any system 
of rate making which considers only the yardstick, and is intended 
to have the Commission get back to the practical ethod of rate 
making which will move the business of the country—of course, on 


reasonable rates, and nothing in the record shows they are other- 
wise. b 


The fixing of rates based solely on consideration of mileage is 
directly ‘contrary to the plain statement in the Hoch-Smith resolu- 
tion. And if the resolution had not been passed it is unthinkable 
that the Congress would impose the expense on the public of main- 
taining an administrative commission whose Only duty is to pre- 
scribe mileage rates. It seems clearly the intent of Congress to 
delegate to the Commission a reasonable business discretion in the 
movement of commodities to foster and maintain our various indus- 
tries, otherwise the legislative branch of our government could just 
as well prescribe a rigid basis which the transportation lines must 
follow. To view the law in any other light would make of this 
Commission an automaton. 


Gooding Hoch-Smith Prayer 


Senator Gooding, of Idaho, a member of the Senate inter- 
state commerce committee, has filed with the Commission in re- 
sponse to that body’s notice in No. 17000, rate structure investi- 
gation, a “complaint,” supported by an affidavit, attacking the 
rates of the Union Pacific in Idaho, and also rates to and from 
that state. 

“As I see it,” Senator Gooding said, “a great emergency ex- 
ists, and I most humbly ask your honorable body for a hearing 


on the resolution passed by Congress at the earliest possible 
date.” 


The senator said he desired to bring to the attention of the 
Commission “the fact that the general freight rate structure of the 
Union Pacific system and other common carriers uperating in the 
state of Idaho, and the Northwest generally, is such that it results 
in charges being assessed for the transportation of freight destined 
to, originating in, or moving locally in the state of Idaho that 
are unreasonable, unjustly discriminatory, and unduly preferen- 
tial to other localities.” He submitted what he said were rate 
exhibits merely illustrating the policy pursued by the carriers 
serving the state of Idaho. 

Mr. Gooding averred that “failure to give proper considera- 
tion to distance as an element in rate making to and from 
Idaho deprives the shippers and receivers of freight in that state 
of their geographical and natural advantage of location with 
respect to markets.” 


Continuing, he said: 


. Many products of agriculture originating in the state of Idaho, 
destined to eastern markets, and commodities manufactured from 
products of agriculture originating in the state of Idaho, destined to 
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markets both east and west bound, are blanketed at same rates with 
other points of origin, the distance from such other points of origin 
often being several hundred miles further than the products originating 
in Idaho and moving over the same line in the same direction. 

Products of manufacture originating in eastern and southern mar- 
kets destined to points in Idaho are blanketed as to points of des- 
tination, the rates to points in Idaho being the same as to points 
several hundred miles beyond, the products moving over the same 
line in the same direction. 


Products of manufacture originating in western markets destined 
to points in Idaho, are blanketed as to points of destination, the 
rate to points in Idaho being the same as the rate to points several 
hundred miles beyond, while the property moving over the same 
line in the same directfOn, at the same time, maintains a higher rate 
to intermediate branch line points. 


Little or no consideration is given to distance or costs in fixing 
rates applicable to points in Idaho on products of mines, such as 
coal, destined to points in Idaho. 


Products of agriculture westbound carry relatively higher rates 
than eastbound, which forces those products to the long haul east- 


bound, which in effect deprives producers in Idaho of an additional 
market. 


Relatively higher east and west bound rates are maintained on 


products of agriculture than apply on lines of other carriers for like 
distance in the same and other districts. 


Higher rates for shorter than for longer distances over the same 
line in the same direction on Tike kind of property are maintained. 
Idaho has been my home for something over 44 years, and in 


all those years, I have never seen conditions so serious as they 
are at the present time. 


Senator Gooding said that, after careful study of rates in 
Idaho, he felt warranted in making the statement that the rates 
on agricultural products and live stock products were higher 


= My mileage basis than in any other agricultural state in the 
nion. 


Continuing he said: 

I am sure an investigation of freight rates on the Union Pacific 
in Idaho will show that the Union Pacific always charges the peo- 
ple of Idaho the peak of the freight rate for its service, regardless 


of whether the freight is going east, or coming west, going north, 


or coming south, and I am sure an examination will show that there 
is hardly an exception to this rule. 


Idaho is discriminated against in the interest of industries in 
adjoining states, which I am sure will prove to be true. I am also 
satisfied that the Union Pacific in Idaho transports its freight at as 
low a cost, if not lower, than most of the railroads in the United 
States. The Union Pacific is fortunate in owning its own coal mines, 
and located_upon its lines are some of the greatest forests in Amer- 
ica today. I am satisfied that a thorough investigation of the Union 
Pacific system will clearly demonstrate to the Commission that its 


policy here in Idaho has been one of exploitation and discrimination 
against the people of this state. 


ALLEGED FAILURE TO DELIVER 


The Supreme Court of the United States this week denied 
a petition for a writ of certiorari in No. 800, Chicago, Rock 
Island & Pacific, petitioner, vs. A. N. Murphy and T. O. Murphy, 
partners, doing business as Murphy & Son, in which the Rock 
Island sought review by the Supreme Court of a decision of 
the Oklahoma Supreme Court against the carriers. 

In the lower courts Murphy & Son brought suit against the 
Rock Island, seeking recovery of damages alleged to have been 
suffered by them by reason of the failure of petitioner, as initial 
carrier, to deliver on the team tracks of the Louisville & Nash- 
ville at New Orleans seventeen carloads of watermelons shipped 
by Murphy & Son on straight bills of lading, and consigned to 
J. K. Lewis, Inc., at New Orleans. Murphy & Son also sought 
recovery on account of expenditures by them for slats for the 
cars in which the melons were shipped, and also on account of 


expenses and time involved in connection with a trip from and 
to Rush Springs, Okla. 


According to the petitioner, it was shown in the trial of 
the case that Murphy & Son had received a telegram from J. K. 
Lewis, Inc., offering to buy watermelons, provided delivery could 
be made on L. & N. tracks at New Orleans. Petitioner’s station 
agent at Rush Springs said such delivery could be made, but 
it was shown, according to petitioner, that the telegram did not 
specify team track delivery and that neither the petitioner nor 
respondent (Murphy & Son) knew that such was a condition 
of the offer. 

Between August 23 and 29, 1921, respondents bought and 
shipped to Lewis, as consignee, on straight bills of lading, 
twenty-two carloads of melons; and, without notifying petitioner, 
attached drafts to the straight bills of lading and-placed them 
in a local bank, which sent them to a local bank in New Orleans 
for collection, the petitioner said. Each bill'of lading embodied 
the following: “Route R. I. to Alexandria, L. R. & N. and L. & 
N. del’y.” The cars were moved to Alexandria and, prior to 
delivery to the Louisiana Railway & Navigation Company, and 
on instructions of a suyrerintendent of that line, the New Orleans 
agent of the Louisiana Railway & Navigation Company located 
J. K. Lewis, president of J. K. Lewis, Inc., and informed him 
the melons were at Alexandria, La., and asked for directions 
as to the place of delivery, the petitioner said. Lewis informed 
the agent he wanted the melons delivered on the team tracks 
of the L. & N. The petitioner said an L. & N- tariff in effect at 
the time provided that L. & N. public team, or bulk, tracks were 
for the exclusive use of its business, and could not be used for 
loading or unloading traffic for delivery to or received from 
connecting lines at New Orleans. On being informed of this 
fact and on being told that the L. & N. would accept the cars 
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and deliver them if the consignee had a warehouse located on 
its rails, Lewis said his company had no warehouse on L. & N. 
rails, but would accept the melons on the Poydras Street team 
track of the Public Belt Railroad, the petitioner said. The 
melons were moved into New Orleans by the L. R. & N., inter- 
changed to the belt line and that line placed them on its tracks 
at the place agreed upon. The first five cars arriving were 
promptly accepted, the petitioner said, but the consignee there- 
after wired respondents that the melons were not being delivered 
on L. & N. team tracks and asked them to send a representative 
to help them. T.-O. Murphy went to New Orleans and after 
his arrival there the consignee accepted the melons and sold 
them from the belt line tracks. 

A general verdict was returned against the Rock Island 
and this was upheld by the Supreme Court of Oklahoma. Among 
other things, the Rock Island, in its petition for a review of 
the decision, said the state supreme court wrongfully decided 
that the melons were not accepted at New Orleans, subject to 
the provisions of the lawfully filed tariffs and that petitioner 
was bound to effect delivery on L. & N. team tracks, although 
the bills of lading did not contain such a condition and such 
delivery was impossible under the tariff; that the state supreme 
court wrongfully decided that respondents could recover, al- 
though the shipments moved on straight bills of lading and the 
consignee thereunder had waived the condition for L. & N. de- 
livery and had agreed to accept and did accept, the shipments 
at another and different place, and that the state supreme court 
wrongfully decided that the trial court’s instruction to the jury 
correctly presented the law on the measure of damages, by 
permitting respondents to recover the contract price of the 
melons at Rush Springs, plus the lawful freight and demurrage 
charges, plus the value of time consumed and expenses incurred 
in traveling from and returning to Rush Springs, and while re- 
maining in New Orleans, plus the amounts expended for the 
slats, less the net amount received by respondents for the melons 
at New Orleans. 

The Rock Island said the effect of the decision of the Okla- 
homa Supreme Court was to render the Rock Island “an abso- 
lute insurer for delivery at a place not specifically mentioned 


in the contract, irrespective of the provisions of the lawfully 
filed tariffs.” 


INTEREST ON REPARATION 


It is the hope of those interested in obtaining a final deci- 
sion on the question of interest on reparation ordered by the 
Commission that that question will reach the Supreme Court of 
the United States for argument at the coming October term. 
To that end attorneys in the case, Wilson and Company (Inc.) 
of Oklahoma vs. James C. Davis, Director-General of Railroads, 
decided by Judge Cliffe in the federal court at Chicago (see 
Traffic World, April 11, pp. 927 and 947) co-operated to such an 
extent that the appeal to the Circuit Court of Appeals for the 
seventh circuit was docketed and set down for argument, at 
Chicago, May 5. That is unusual speed. The appeal was taken 
by Wilson and Company because Judge Cliffe’s judgment was 
that interest could not be required from the Director-General. 
Judge Cliffe did not announce the ground upon which he based 
his judgment. Therefore, the appellate courts will have to de- 
clare the law without any help from thoughts he may have had 
on the subject in the months he held it under advisement. 

The appeal was heard before Judges Alschuler, Evans, and 
Anderson. 

N. D. Belnap and Luther Walter, representing Wilson and 
Company, and Alexander Bull, for the Director-General, pre- 
sented the arguments. It was the position of the plaintiff that, 
in the first place, damages awarded by the Commission consti- 
tuted just compensation and must include interest to be full 
compensation, and, in the second place, that the Director-General 
was in the position of the railroads and subject to the same law 
that required the roads to pay interest. They also contended 
that the Director-General was liable for costs and attorneys’ 
fees just as the carriers were. 

Alexander Bull raised the point that, in the case of un- 
liquidated damages—that is, damages that had to be fixed by 
judicial opinion and could not be determined from tariffs or 
law—interest was not paid. He said the difference between the 
rate charged on the shipments of hogs involved and the rate 
that the Commission had decided reasonable, was a case of un- 
liquidated damages. He argued that the Director-General was 
in the position of a sovereign and that no interest could be 
charged the sovereign unless Congress said so in so many words. 
It followed, he argued, that what applied to the railroads did 
not apply to the Director-General. 


‘ A decision in the case is expected in from thirty to sixty 
ays. 


EXTENSION OF FACILITIES 
The Fort Worth & Denver City Railway Company has been 
authorized by the Commission to operate under trackage rights 
over the Chicago, Rock Island & Gulf between Fort Worth and 


Dallas, Texas, and to acquire the use of passenger and freight 
terminal facilities in Dallas. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from R Digests of National R 


eporters and eporter 
: stem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS. 

Proof That Damage to Interstate Shipment Resulted from Inher- 
ent Infirmities of Goods Casts Burden on Shipper to Prove 
it Result of Carrier’s Negligence: 

(Court of Civil Appeals of Texas, El Paso.) Under Carmack 
Amendment (U. S. Comp. St. Sec. 8604a, 8604aa), proof that loss 
or damage to interstate shipment resulted from inherent infirm- 
ities of goods, under circumstances now showing carrier’s negli- 
gence, casts burden On shipper to prove that it resulted from 
earrier’s negligence.—Galveston, H. & S. A. Ry. Co. vs. Licata, 
269 S. W. Rep. 821. 

Finding That Melons, When Received for Shipment, Were in 
Good Condition, Held Sustained by Evidence: 

Evidence held to sustain finding that melons when received 
by carrier were in good condition for shipment to destination 
with proper refrigeration.—Ibid. 

Carrier’s evidence Held Insufficient to Cast Burden on Shipper to 
Prove That Damage Resulted from Carrier’s Negligence: 
Evidence held not to show that damage to interstate ship- 

ment of melons resulted from character of shipment itself or 

inherent infirmities of melons, under circumstances not showing 
carrier’s negligence, so as to cast burden on shipper to prove 
that damage resulted from carrier’s negligence.—Ibid. 

Instructions Held Not Erroneous as Requiring Connecting Car- 
rier to Ice Car from Point of Origin of Cantaloupes: 
Instruction to find for shipper, if defendant connecting car- 

rier failed to properly ice car containing cantaloupes while “en 

route,” held not erroneous as telling jury that it was carrier’s 
duty to ice car from point of origin of cantaloupes before arrival 
and acceptance for transportation at connecting point.—Ibid. 

Objections Not Made to Charges in Trial Court Waived: 
Objections not made to charges in trial court are waived.— 

Ibid. 

Demurrer to Claims for Loss of Time, in Action for Value of 
Goods Lost, Held Properly Sustained: 

(Court of Appeals of Kentucky.) In action against railroad 
for value of goods lost and claim for loss of time, court properly 
sustained demurrer to latter claim.—Louisville & N. R. Co. vs. 
Birochik, 269 S. W. Rep. 720. 

Claim for Household Goods Lost Held Fraudulent on Face: 
Claim of $5,308.43 against railroad for loss of coal miner’s 

household goods, who received average monthly wage of $141.13, 

and was sole bread winner of family of eight, living in three 
rented rooms, held fraudulent on face.—Ibid. 

Judicial Knowledge of Coal Miner’s Inability to Supply Himself 
and Family with Clothing, Etc., Worth Over $5,000: 

Court of Appeals judicially knows that, with war prices of 
1920, coal miner earning $141.13 per month could not pay house 
rent, feed family of eight, and supply himself and family with 
clothing, silverware, pictures, etc., worth $5,308.43.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
iam, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Shipper Cannot Refuse to Take Delivery of Goods in Damaged 
Condition, Where He Acquiesced in Place of Delivery: 
(Supreme Court of Washington.) Where shipment of goods 

damaged during shipment and shipper consented to have delivery 

made to place other than original destination, it was his duty 
to accept them at place of delivery, and reduce amount of his 
claim for damage by value of goods so delivered.—Hart vs. 

Tuttle, 234 Pac. Rep. 19. 


Denial of Limitation of S$hipowner’s Liability Held Not to Re- 
lease Surety on Stipulation: 

(Circuit Court of Appeals, Fifth Circuit.) Denial of limita- 
tion of shipowner’s liability under Rev. St. Sec. 4284, as amended 
by Act. Feb. 27, 1877 (Comp. St. Sec. 8022), and section 4285 
(Comp, St. Sec. 8023), and admiralty rules 51-53, does not release 
what has been brought into court by shipowner to be subjected 
to claims allowed, or convert proceeding into one purely in 
personam; hence liability of surety on stipulation was not re- 
leased by such denial.—Hartford Accident & Indemnity Co. of 
Hartford vs. Southern Pac. Co. et al., 3 Fed. Rep. (2nd) 923. 
Stipulation for Value Given by Shipowner Seeking Limitation 

of Liability Is Substitute for Vessels and Freight: 

Stipulation for value given under admiralty rule 51, by ship- 
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owner seeking limitation of liability, is substitute for vessel and 

its freight.—Ibid. 

Claimants May Waive Appraisement and Treat Ad Interim Stipu- 
lation as Substitute for Vessel and Freight: 

Where shipowner, petitioning for limitation of liability, filed 
an ad interim stipulation as to value of his interest, claimants 
could wave an appraisement, acquiesce in shipowner’s statement 
of values of vessel and freight, and treat the ad interim stipula- 
tion as a substitute for the vessel and freight, and where they 
did, there was no error in ordering amount stipulated paid into 
court for application on allowed claims.—Ibid. 










Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and of National Reporter i 
System, published by West Publi 1 


Co., St. Paul, Minn. i 
Copyright by West Publishing Co.) i 


REGULATION OF COMMON CARRIER 


Carrier Held Estopped From Claiming Freight and Demurrage 

Charges from Consignee of Lumber: 

(Supreme Court of Ohio.) Where a purchaser of merchan- 
dise which at the time of purchase is located at a place in a 
state other than that of the place of delivery, and by the terms 
of purchase such merchandise is to be delivered f. o. b. at the 
place of delivery, and the merchandise has prior to the time of 
purchase been shipped from place to place by common carriers, 
and demurrage charges have accrued, none of which has been 
paid, and all of which have been made to follow the merchandise 
in the hands of successive carriers, none of which facts is known 
to the purchaser, and nothing has occurred to put such pur- 
chaser upon inquiry, and without notice or knowledge thereof 
the purchaser, being at the time upon the credit list of the final 
carrier, receives and unloads the merchandise before being pre- 
sented with a bill of freight and demurrage charges, and where 
such purchaser thereupon tenders the full value of the mer- 
chandise to the final carrier in either full or partial payment of 
such freight and demurrage charge8, and such payment is re- 
fused, and the purchaser and consignee of the merchandise is 
instructed to pay the value of the merchandise to the person 
from whom he had purchased it, and where such consignee there- 
upon actually pays the value of the merchandise to the vendor 
and consignor, and where the carrier thereafter seeks by legal 
process to recover such freight and demurrage charges from the 
vendors and consignors, and make no further claim against the 
consignee until a period of five years and four months thereafter, 
the carrier will be estopped from demanding and collecting any 
part of such freight and demurrage charges from such consignee. 


—Cleveland, C., C. & St. L. Ry. Co. vs. McKenzie Lumber Co., 
147 N. E. Rep. 8. 


Consignee of Interstate Shipment Chargeable with Knowledge 
of Tariff Schedules But Not With Demurrage Charges at In- 
termediate Points: 

The consignee of merchandise in interstate shipments is 
chargeable with knowledge of the amount chargeable in accord- 
ance with the tariff schedules on file from point of shipment to 
point of delivery, but is not chargeable as a matter of law with 
knowledge that the same merchandise has been prior to the 
purchase shipped from place to place by different carriers for 
different shippers, and is not chargeable as matter of/law with 
knowlege that the car containing the same has been kept out 
of service at intermediate points, resulting in demurrage charges. 
—Ibid. 


Primary Liability for Charges on Goods sold F. O, B. Place of 
Delivery is on Consignor; Consignee Not Insurer Against 
Carrier’s Loss of Transportation Charges: 

In interstate shipments of merchandise under the interstate 
commerce act, where the contract between the carrier and con- 
signee requires merchandise to be delivered f. o. b. at the place 
of delivery, the primary liability for transportation charges rests 
upon the consignor, and, while a secondary liability rests upon 
the consignee who accepts and unloads the merchandise, and 
where no actual discrimination or preference is attempted, no 
consideration of public policy require that the consignee should 
insure the carrier against loss of transportation charges.—Ibid. 
Public Utilities Commission Held Authorized to Grant Certificate 

of Convenience and Necessity Without Consent of County 

Commissioners; “Required Consent”: 

(Supreme Court of Colorado.) In view of C. L. 1921, Sec. 
1272 (a), prescribing definitely that consent of county is required 
only for propelling of vehicles bearing loads exceeding eight 
tons, thus excluding intention that consent is necessary for any 
other vehicle, the Public Utilities Commission was authorized to 
grant a certificate of public convenience and necessity to a 
truck line company, under Public Utilities Act, Sec. 35 (c) being 
C. L. 1921, Sec. 2946, without consent of county commissioners of 
counties involved, as the words “required consent of proper 
county” in such section mean “required by law,” and require- 
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ments of law are defined in section 1272 (a).—Atchison, T. & S. 

F. Ry. Co. vs. Public Utilities Commission, 234 Pac. Rep. 175. 

Failure by Shipper to Bring Itself Within Exemption from De- 
murrage Charges on Cars Subject to Car Distribution Rules 

Renders it Liable to Demurrage Charges Under Tariff Pub- 

lished by Carrier: 

(Supreme Court of Appeals of West Virginia.) The evidence 
in the case at bar shows that the demurrage sued for was-on 
shipments of coal from the defendant’s mine and was based 
upon tariffs issued by the railroad company under the provisions 
of the Interstate Commerce Act (Comp. St. U. S. Sec. 8563 
et seq.). A clause in the tariff filed, providing for an exemption 
of coal cars subject to car distribution rules from demurrage 
charges, is notice to a coal company, and the duty is cast upon 
said coal company to comply with the terms prescribed by the 
railroad company, if it desires to avail itself of the benefit of 
such exemption. A failure on the part of the coal company to 
take the action necessary on its part to bring itself within such 
exemption renders it liable to the railroad company for demur- 
rage charges under said tariff—Baltimore & O. R. Co. vs. 
Dellslow Coal Co., 127 S. E. Rep. 43. 

On Plaintiff's Evidence Prima Facie Entitling It to Recover, 
Motion to Exclude Plaintiff’s Evidence and Direct Verdict for 
Defendant Should be Refused: 

A motion to exclude all the plaintiff’s evidence and direct a 
verdict for the defendant should be refused when the plaintiff’s 
evidence prima facie entitles it to recover.—lIbid. 

Courts Take Judicial Notice of Interstate Commerce Act: 

Under Barnes’ Code, c. 13, Sec. 4, relating to proof of law 
of other states or of United States, courts take judicial notice 
of Interstate Commerce Act.—Ibid. 


CANADIAN RAIL SITUATION 


The Trafic World Ottawa Bureau 


Railway transportation has occupied considerable of the 
time of Parliament at the present session. -Scarcely a member 
who has spoken on the budget has failed to bring the matter 
to the attention of the House. The feeling is expressed that 
the time has come when some measures must be taken to deal 
with the waste brought about by competition. This chiefly ap- 
plies to the duplication of mileage in Ontario and the West, 
as well as the number of passenger trains daily between the 
larger centers of central Canada. 

The report of the Canadian National was received in Parlia- 
ment with. expressions of discouragement. The increase in 
capital liability and fixed charges, in particular, has led to 
insistence that the heads of the two systems should come to a 
working understanding. 

Though Parliament is only just well into its work, it has 


indicated that its chief importance will lie in the measures it: 


takes in respect to transportation. More really constructive 
discussions have taken place than in any previous session. 


The question of the amalgamation of the Canadian Pacific 
and Canadian National systems comes up in Parliament almost 
daily. W. D. Euler, chairman of the committee on National 
Railways and Shipping, made a speech in the House strongly 
advocating the amalgamation. He mentioned a saving of $100,- 
000,000 as a result of amalgamation, and said the figures had 
been given him “by as high an authority as we have in Canada.” 
The proposal for absorption by the Canadian Pacific, he 
criticized. “I believe,” he said, “that the people of Canada 
would destroy any government that would dare to hand over the 
National Railways to a privately owned corporation.” He felt 
that, in view of the growing popular interest in the question, 
it was the duty of the government to make an investigation to 
ascertain what the possible saving might be. He believed the 
shareholders of the C. P. R. might consent to an amalgamation, 
if they received securities in the National Railway and drew 
their dividends as at present. There were three possible 
schemes, he said. The first was to continue as now, and run 
the railway in as close co-operation with the C. P. R. as pos- 
sible, saving where possible, but as two individual systems; 
the second, which he opposed, was to combine under C. P. R. 
ownership; the third was to combine under a great public own- 
ership, which he thought was the proper solution. He said: 


There is a tremendous degree of duplication of service, absolute 
waste, lines paralleling each other, duplicate stations and offices 
in almost every city in Canada. The men who are most concerned in 
the conduct of the Canadian National and Canadian Pacific are 
agreed that a saving nearly as large as the figure I have mentioned 
can be made by the merging of the roads... . Parliament and the 
people of Canada would have to decide whether it is worth while to 
put all the railways of Canada under public control with the possible 
danger of political influence, or, on the other hand, to put them under 
the — of the Canadian Pacific with all the danger of private 
monopoly. 


The Minister of Railways, Mr. Graham, pointed out that 
any such amalgamation would have to be by the consent of the 
directors and shareholders of the Canadian Pacific, and Mr. 
Euler said: “It might be just possible that they would consent 
to an amalgamation.” 

“I am not questioning that at all,” said the Minister. 
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Dwelling on his third alternative (amalgamation and public 
ownership), Mr. Euler said: 


That, in my opinion, is the proper solution, a solution which 
seems impossible, perhaps, because of its apparent magnitude or 
because men’s minds have not learned to adjust themselves to so big 
an undertaking, but which, in my opinion, will be forced eventually 
by the logic of facts. If anyone had said ten years ago that five 
great railway systems of Canada would now be combined in the Cana- 
dian National Railways, they would have found very little credence 
with the Canadian public; but we have them combined into one sys- 
tem today. If $100,000,000 can be saved to this country by a union of 
the two systems, it constitutes a challenge to Parliament and to the 
government, and, I believe, the people of Canada will expect some 
action. Let me summarize what we can expect if we grapple cour- 
ageously with this question: First, it will enable the government to 
reduce taxation by nearly one-third; it will restore confidence; it will 
stimulate trade, lower the cost of living, and at once solve our ocean 
freight rates problem; on it could be based a practical scheme for the 
extinction of our enormous public debt, to which may be attributed 
most of our difficulties. 


Some of the objections to taking over the Canadian Pacific 
by the Canadian National were presented to Parliament by Mr, 
LeSueur, a member of the Conservative party. Said he: 


I do not think it is the easy and simple problem which some of 
the speakers have indicated. The Canadian Pacific Railway system 
represents not only $260,000,000 of ordinary stock, but also about 
$1,100,000,000 worth of assets which would have to be absorbed. It 
further represents about 20,000 miles of railway trackage, including 
5,000 miles outside of Canada; and I fear that the experiment of the 
Canadian National taking over the Canadian Pacific would be an ex- 
tremely hazardous and extremely dangerous one. In fact, one of the 
greatest difficulties, I believe, would be that of financing the transac- 
tion. I have grave fears that the attempt of the Canadian National 
Railways to take over the Canadian Pacific would seriously impair 
Canada’s credit in banking circles both in Canada and in the impor- 
tant financial centers of the world. I do not think that banking cir- 
cles would look upon the proposal to put the Canadian Pacific under 
public ownership—though I am entirely open-minded on the question 
of public ownership—without grave consideration as to the conse- 
quent effect on Canada’s credit. The government, I believe, should 
develop the question of amalgamation. Possibly they may find it 
feasible, but for the immediate present I believe our practical duty 
is to consider the present situation of our own railway system. 


In a speech to the Canadian Daily Newspapers’ Association, 
Sir Henry Thornton went into the question of amalgamation 
and the general situation. He said he appreciated that there 
was a great deal of speculation as to the possible attitude or 
action of the two railways with regard to amalgamation, but, 
so far as he could see, it would not matter what form amalga- 
mation took, there would be criticism from the public. For in- 
stance, if the systems should be amalgamated and should come 
under private ownership, the public would immediately cry that 
it was too big a system to come ‘under a privately owned monop- 
oly. If, on the other hand, it became state-owned, the public 
would raise a cry to the effect that, through the purchasing 
services that would be established, there would be danger of 
any political power being able to retain the seats of office 
through the patronage that would be extended. In either case 
there would be dissatisfaction and criticism. 

“The policy of the Canadian National is that some steps 
must be taken toward the elimination of the deficits and the 
meeting of the fixed charges,” he said, “and so, it seems to me, 
it is within the mind of man to imagine that some middle course 
may be taken, through co-ordination, which will achieve the 
objective toward which we are working.” 

So far as the present was concerned, he made it plain that 
attention must be centered on the co-operation that was now 
under way between the Canadian National and the Canadian 
Pacific with the view of eliminating waste lines and waste serv- 
ices. But, at the same time, he also made it plain that, while 
E. W. Beatty, president of the Canadian Pacific, and he were 
anxious to work out some system by which the waste would 
be cut out, there was no hope that either system would rush 
into anything overnight. Said he: 


There has been considerable talk about co-operation, the aim of 
which would be to eliminate wasteful competition. But, whatever 
may be done, it must be membered that the services must remain 
adequate to meet the needs of the Dominion, and that any system of 
economy must not be permitted to throttle the development of the 
country or burden the services. Mr. Beatty and I are agreed that 
there are economies that can be engaged in and we are studying the 
situation with that end in view. We are both animated by the sin- 
cere purpose to go hand in hand and save money for both systems, 
which means saving money for the people of Canada. But economies 
cannot be worked out in five minutes. It is a big subject and it will 
take time. Neither of us is going to be rushed into anything that is 
not based on sound judgment and common sense. 

In some quarters there appears to be a hue and cry that the econ- 
omies should be brought into effect next week, but it isn’t going to 
be next week and the public may as well understand that we are not 
going to be rushed into anything that is not consistent with sound 
judgment. That must not be taken as indicative of any lack of sin- 
cerity. It is only that it is the ordinary and sensible policy that 
should be pursued and it is the only one that will bring better results 
in the long run. 


Referring to the talk of a merger with the Canadian Pacific, 
he declared that there was a great deal of misconception with 
regard to that. It had been said that an amalgamation would 
bring about a condition by which the net earnings would meet 
the expenses and pay the fixed charges of both lines. He asked: 


How and when is that to be done? That is a problem which 
fairly bristles with difficulties. For instance, the Canadian National 
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is made up of one hundred separate corporations, with a great variety 
of securities, and before I could take any steps it would be necessary 
for me to know a great deal more than I do at present about their 
financing. That will take time. Before an amalgamation can be con- 
sidered, even -in a general way, some scheme must be worked out by 
which the errors of the previous private companies can be corrected. 


He felt that there was a great deal of misconception, both in 
Canada and the United States, regarding the finances of the 
Canadian National. State ownership of railways must not be 
condemned on the showing of that system. The railway prob- 
lem in Canada, he said, “was the subject of a great deal of loose 
talk,” and a false impression had spread in the United States. 
Before the situation could be analyzed, he asked that it be 
porne in mind that the Canadian National system did not exist 
as a state ownership proposition because the people or the gov- 
ernment considered the advisability of such a system and de- 
cided on it. It was, instead, a case of taking over the lines 
as a state ownership proposition and saving the investment of 
the Dominion, or allowing them to fall into the hands of a 
receiver. State ownership should not be judged under such 
conditions. Said he: 


The question remains, was the government of that day wise in 


‘ adopting the policy it did? In my opinion, it was. State ownership 


is not responsible for the deficits of today. They started years ago, 
when the companies were privately managed. There are difficulties, 
due to the errors of private management, so it is all nonsense to blame 
the deficits on state ownership. I am quite confident that, if the com- 
panies were under private ownership today, there would be the same 
deficits. I doubt if they would be earning a penny more. So we may 
as well clear the decks and get rid of the ridiculous notion that the 
deficits are the result of state ownership. 


Two things, he insisted, had been established by the opera- 
tions of the Canadian National. One was that a state-owned 
railway could be operated and manned by a sincere, enthusiastic, 
earnest, and honest a body of men as could a privately owned 
railway. The second was that a state railway could give as 
good a seivice, all difficulties being considered, as could any 
other. He continued: 


The trouble with any discussion on the matter is that the average 
individual speaks from prejudice. He has made up his mind one way 
or the other. He favors = railway or public railway, and he is 
often influenced in his opinions by an apprehension that state owner- 


-ship is an insidious form of socialism and that the malady may be 


contagious. That fear is responsible for a lot of the bricks that are 
thrown at the state management of the Canadian National. I, per- 
sonally, have no convictions as to which is better, a private railway 
or a public railway. The conditions of each must decide the case. 
The problems of each must be taken into consideration, and it was 
the particular problems and conditions of the various private railways 
which resulted in the Canadian National. The success or failure ot 
that system will prove nothing to the United States, nor to England, 
nor to any other country, except that we have established the fact 
that a state owned railway can be operated to furnish as good a 
service as any other. 


The Prime Minister and the leader of the Opposition have 
been giving to the world their views of the railway situation in 
Canada, and they differ. After pointing out that the debt due the 
public from the Canadian National was nearly one billion dollars, 
and that the total railway debt had increased over $300,000,000 
since 1921, Mr. Meighen said: 


No one hoped more ardently than I did that the operation of 
these roads would, be a success. After the first two years’ reports 
came down the hopes were strengthened. It is certainly with a 
degree of disappointment that I am now compelled to say that the 
aggregate result today is discouraging, when we have regard to the 
fearful pace at which the capital account has been increased. 

You cannot maintain a railway without some enlargement of 
the capital investment. In 1922 this policy was rightly pursued. 
The board added to the debt that year only $59,000,000. In 1923 it 
was $116,000,000 and in 1924 $118,000,000. These figures are staggering 
It is a proof that the policy followed has been unwise. Never under 
the conditions of the last three years was this country justified in 
putting $327,000,000 more in the national railways. What I claim is 
that the road has been run without financial direction of a quality 
adequate to such an enterprise ever since the end of 1922. You may 
have a high opinion: of Sir Henry Thornton, or you may not, he has 
his critics and his friends, and he has many of both. But neither he 
nor any other man in charge of a railway can be master of all the 
phases of this huge enterprise. This road’s operations are twice the 
size of the titanic United States Steel Corporation, and I wonder if 
we would compare the directors of U. S. Steel with the Talbots, the 
Goughs, the Dawsons with whom this government supplied Sir Henry 
Thornton at the end of 1922. . . There has been a little im- 
provement of personnel lately, I admit. I commend the appoint- 
ment of two or three men; but up to their appointment who was 
there on the board who held the slightest control over the financial 
direction of that colossal enterprise? . . . Canada is not a coun- 
try that can afford to go down hill at such a pace. 


Premier King, in replying, said the railway problem had 
been created and handed to his administration by his predeces- 
sors. It was open to his government either to administer the 
System as a part of the government busiuess or to take it out 
of politics and entrust it to a board thet would be free from 
Political influence and control. “Having parted with control,” 
he said, “in deference to public opinion, are we to be held respon- 
sible and the government blamed for all the expenditures, all the 
debts, all the difficulties, which arise in connection with the 
Canadian National?” 


He said the country was pretty well satisfied that Sir Henry 
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Thornton was the ablest executive it would have been possible to 
find anywhere, continuing: 


If the roads can be made to pay at all, they can be made to pay 
better under his direction and guiding genius than under that of 
any other the opposition could name. - »« We considered different 
railway executives, and when we came to the conclusion that we 
had found the one man that we really believed possessed the quali- 
ties to make the National system a success we took the responsibil- 
ity of offering him the appointment. In the first talk I had with Sir 
Henry Thornton I told him that the responsibility would be on him 
and his offjcers for the running of the road; that there would be no 
interference in the nature of political control with them, so far as 
it was possible to prevent it, and they would have a free hand. 


Having parted with that right of control, Premier King 
held it was not right to say that the government must bring into 
its public accounts the whole accounts of the Canadian National 
system. “Our policy, with respect to the National Railways, is 
to give government ownership a fair chance—as fair a chance at 
it is possible to give it in the face of the tremendous handicaps 
that the national system has fallen heir to through the manner 
in which it came into being. In other words, this bankrupt 
system was taken over by our predecessors and it has to be 
carried on by us; I doubt very much whether government owner- 
ship is getting or can possibly get a fair chance under an in- 
heritance of that kind.” 

He said that, while the railways were still a heavy charge on 
the country, there was still a distinct improvement since 1921. 
The operating results showed that, from a deficit of $32,000,000 
in 1920, there had been growing surpluses since 1922. 


PEACE RIVER RAILWAY 


The Trafic World Ottawa Bureau 


The prospects for the construction of the Peace River Rail- 
way do not seem bright, although western provincial premiers, 
delegations from commercial and other bodies, and representa- 
tives of the settlers have been bringing every possible pressure 
to bear. It has been urged on the government that, as a first 
step in meeting the needs of the people of Peace River, the 
freight rates from their region to Edmonton be at once reduced, 
to be followed by taking speedy means to secure a western out- 
let for their products. 

The Minister of Railways pointed out to the delegations that 
the situation was as follows: The Edmonton and Dunvegan 
Railway, which was built by the Province of Alberta, and is now 
being operated under lease by the Canadian Pacific, is purely ‘a 
provincial road over which the Dominion government has no 
jurisdiction. “It is made clear by the representations,” said the 
Minister, “that there is a preference for thé Canadian National 
Railways in meeting the pressing needs of that region, which is 
contiguous to the main line of the National road. The situation 
is quite involved, and it is hardly practicable for the opposition 
lines to be in that territory.” The presidents of the two roads 
are working out a scheme of co-operation, but when the results 
would be made known, he could not say. The Canadian Pacific 
has an option to purchase the Dunvegan road on the expiry of 


its lease in July, but it is not known whether it will exercise the 
option or not. 


FALL IN RAIL EARNINGS 


Another decline in net profits for March leaves the Cana- 
dian Pacific’s net showing for the first quarter of 1925, over 
half a million below the corresponding period of 1924. It was, 
in fact, the leanest first quarter since 1922 and the second lowest 
since 1919. 

As the weekly statements have shown, there was a decrease 
of nearly two millions in gross as compared with March of 
1924, though the usual seasonal improvement is shown over 
January and February. Reductions in working expenses fell 
short by over $400,000, offsetting the decline in gross, although 
ous shown are at the lowest level of any March since 
1918. 

Following are the gross earnings, working expenses, and 
net profits for March and for the three months ending with 
March, with comparison: 





March , 1925 1924 Dec. 
Se > ee eee re $12,931,546 $14,812,927 $1,881,380 
WOrKingl TEXDPORBES. 2.6. ccccccccccces 10,814,334 12,302,128 1,487,79t 

OE ee ee ae $2,117,212 $2,510,798 $ 393,586 

First Quarter, 1925 
CE, aa ett ila le uiviewicidis 6 4-o'0 4-6.9'o.6% $36,614,770 $41,288,482 $4,683,711 
Working Expenses ...........e00. 59,089 36,839,434 4,080,345 

EOE WE 6 cecrenecsesscecoces $3,855,681 $4,449,048 $593,366 


Operating results for March, 1925, issued by the Canadian 
National show a decrease of $2,435,675, or 11.78 per cent, in 
gross earnings, as compared with March, 1924. Operating ex- 
penses over the same period were reduced by $1,778,332, or 9.68 
per cent. The figures giving the results of the operations for 
the first three months of 1925 show that there was a decrease 
of $15,346,174, or 9.42 per cent, in gross revenue, but that op- 
erating expenses in the same period were reduced by $5,310,982, 
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or 9.79 per cent. Net earnings for the first three months of 
1925, as compared with same period of last year, show a de- 
crease of $35,192, or 1.38 per cent. 

Gross earnings, operating expenses and net earnings for 
March and the three months period in both years are as follows: 


March 1925 1924 Dec. 
I aa iit Siaracanieraiiec ican: eas een aces wader $18,233,944 $20,669,619 $2,435,675 
Operating Expenses ...........00. 16,598,221 18,376,553 1,778,332 

atid carats adie ase iar cece rou $ 1,635,723 $ 2,293,066 $ 657,343 

Three Months 
iS Wsatdesicnsketes ¢ ceaaccenes $51,436,454 $56,782,628 $5,346,174 
Operating Expenses ..........s0+- 48,916,204 54,227,186 5,310,982 

Pt ee dedit iva sitcawedeenceoee $ 2,520,250 $ 2,555,442 $ 35,192 


CANADIAN CAR LOADING 


Car loadings for the week ended April 25 showed a slight 
increase over the previous week, with gains in lumber, ore and 
miscellaneous freight. Grain loadings were lighter in the west 
and coal was much lighter in the east. Merchandise loading 
was heavier than for the corresponding week last year by &10 
cars and miscellaneous freight by 805 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


r-—For the Week Ended—, 
Apr. 1, Apr. 26, 




































































Commodities 1925 1925 1924 
2,200 2,089 
1,026 pt 
1,304 4,560 
183 242 
2,622 2,563 
p 1,971 1,950 
EE ace besegeccccevesveeesece 1,980 1,939 1,781 
Other Forest Products........cccsccccssce 1,097 1,015 921 
CU ee ae 64 68 653 
NE ES OE a Pree 12,303 12,351 12,009 
CCC ,464 9,343 8,952 
ee eT ee 35,011 34,640 36,891 
Total Cars Received from Connections 30,436 29,958 28,436 
WESTERN CANADA 
Grain and Grain Products...........eee8. 3,483 3,581 5,268 
MN Ga ok Fd oranies€4n Ode Venn so6ees 6% 1,004 1,157 1,149 
SL i shilaialusbe-iaaas aig aAliernl wah eamewiale be weer aie s wa 14 742 
EE AUS Bb ae oh hy ain ae CRO eeweie eene rie 37 33 
EE EEE EE err ee ner 1,144 837 917 
IS Said nial inded.u: aioe ay eoweae bieis nae © eee 126 143 108 
Pulp and Paper.....-: Si tdsseersuEebatneeues 148 152 87 
Other Forest Product 877 1,452 1,923 
Me aciveeneenes Sten aeebieknnowas eeees vas 867 489 489 
Dene Sa. Ce Bas cncecccctcsccvvesecse 4,069 4,154 3,553 
ID on vicezccsccccecs 2,528 2,503 2,235 
Total Cars Loaded 14,994 15,215 16,472 
Total Cars Received from Connections 2,671 2,335 2,534 
TOTAL FOR CANADA 
Grain and Grain Products..........cceccee 5,771 5,781 7,357 
ace ss aeleuiaties-oueeneesie-s canes 2,098 2,183 2,320 
SE eas a iebiae ogdteb eae deelcswecuinsakeae 1,949 2,018 5,302 
Re C Ob Ube ate enee heaton Gores cieee een 271 243 
EERIE CRT ee ee ee ee 3,938 3,459 3,480 
 akawsea rs C6 eguroe td ees ye 2,114 2,058 
Pulp and Paper me 2,091 1,868 
Ceher VPerest Products... .ccscccccccesccses 1,974 2,467 2,844 
ER ait od Cit Chiaddene cgevaenoweeeniee 1,515 1,175 1,142 
I Ce CR, Bes iccaebesocwstéuoesos 16,372 16,505 15,562 
ND aiirdenvieeeSeeccessceenesees 11,992 11,846 11,187 
OE Ce BOR ke csc viictvvnevndscws 50,005 49,855 53,363 
Total Cars Received from Connections 33,107 32,293 30,970 
CUMULATIVE TOTALS TO DATE 
Grain and Grain Products............e00. 106,684 129,886 
EE heer nhc kina von eueenede «ewes 38,120 36,751 
ET EEEGEb tue 6tcpacsudenbeehwegretedeoe ce ¢ 77,140 84,127 
EE SE eee eee ieee 5,144 4,219 
I IES els 5:0 Galddavld.socebeveescdene ies 51,740 57,880 
EE itieedubvdduss ceeeteévceudeesieke< 62,153 63,762 
i abn sé: oie s oe ceo ne oaweee © 35,884 35,992 
a rr 52,299 51,903 
Miia dace wedthed &e:bbeaemene beer owoien 19,992 16,868 
CO ee eee , Sn ee 244,345 224,875 
IE, cA cca Fema c cad wad wiat-eowwnee 174,673 178,679 
ED RN EIR once cccccsocesoeecess 868,174 884,942 
Total Cars Received from Connections 560,943 586,844 


CANADIAN BOARD ORDERS 

Recent orders of the Board of Railway Commissioners are 
ag follows: 

‘Authorizing the Canadian National Railways to issue a sup- 
plement to its tariff G. T. R., C. R. C. No. 4748, cancelling com- 
modity rate of 32 cents per 100 pounds, on glass bottles, C. L.,, 
from Hamilton to Leamington, Ontario, as contained in Item 192 
of said tariff. 

Declaring that a legal rate on shipment of tomatoes from 
Crystal Springs, Miss., Illinois Central Railroad, to Hamilton, 
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Ontario, on Grand Trunk Railway, June 12, 1920, is 88 cents per 
100 pounds. 

Recommending to Governor in Council for sanction rules 
and regulations of railway companies comprising system of 
Canadian National Railways. 

The Board of Railway Commissioners for Canada has in. 
formally ruled against Nolan and Cunnings, traffic managers 
for the American Fruit and Vegetable Trade, Detroit, in the 
matter of a claim against the American Railway Express Com- 
pany on shipments of berries from Waterford to Toronto, 
Ontario. The complaint was with regard to a rate quoted by 
the agent of the carrier, at Waterford, higher than the legally 
published rate. The board said it did not have the power to 
require the express company to refund the difference between the 
published rate and that collected, and that it was a matter 
which fell within the scope of a court of competent jurisdiction. 


GERMAN RATE WAR 


The Trafic World Ottewa Bureau 


German steamship lines have initiated a rate war in the 
westbound traffic from the Continent of Europe to the United 
States and Canada, in an attempt to drive British, Dutch, and 
other tonnage from the business, according to a statement made 
before the ocean rates investigating committee of the House of 
Commons by W. T. Marlow, foreign freight agent of the Cana- 
dian Pacific steamships. 

The Germans, he explained, hoped to bring about a com- 
plete demoralization of rates in the fight to control the traffic, 
and to enjoy later the profits from exorbitant rates. He declared 
that three lines had already dropped out of this particular trade 
because of low rates, and that only the C. P. R. and Canadian 
Government Merchant Marine were now operating out of the 
St. Lawrence River to Continental ports. 

He said the steamship lines did not make eastbound rates 
high because westbound cargoes were likely to be small. The 
eastbound rate was, however, reflected in the westbound rate, 
and improvement in cargoes one way would mean improvement 
in rates all around. 

Asked why it was that rates to the United Kingdom were 
higher than the rates to the Continent of Europe, he replied by 
reading a long list of articles on which the rates to the United 
Kingdom were the lower. He said the continental conference 
had only been formed in 1921 and great difficulties were experi- 
enced in getting the companies together, owing to racial jealous- 
ies. In 1922 there was a general demoralization of rates east- 
bound from the Continent; subsequently many lines, some of 
them British, withdrew because of the low rates. Cargoes west- 
bound were so poor that three other lines had gone out of the 
business. 

He agreed that, sometimes, it was possible to ship goods to 
the United Kingdom via the Continent cheaper than to the 
United Kingdom direct. 

Asked for a schedule of rates between continental ports and 
America, Mr. Marlow replied that he did not think it was pos- 
sible to obtain one, owing to the Germans changing the rates 
from day to day. He added that the continental conference 
was still in existence. The continental rate schedules would 
be filed before the committee. 

Mr. Symington read from the continental conference agree- 
ment the statement that this conference had the initiative in 
certain articles. The North Atlantic Conference, excepting the 
Canadian Lines Committee, he said, objected to a five per cent 
differential on flour to European ports. 

Mr. Marlow said that, generally speaking, the rates from 
the Continent were lower than the rates from the United King- 
dom. The main reason for this was, in his opnion, based on 
the attempt beng made by the Germans to oust other nations. 
“In my opinion, it is because of a deliberate attempt on the part 
of the Germans to oust British tonnage,” he declared. 

At a subsequent meeting of the committee, the chairman 
drew Mr. Marlow’s attention to thet fact that Mr. O’Connor, 
chairman of the United States Shipping Board, had made the 
assertion that the German rate was was “news to us.” Mr. 
Marlow said he referred more particularly to the westbound sit- 
uation and it had been going on for the last two or three years. 


PETERSEN CONTRACT INQUIRY 


The Trafic World Ottawa Bureau 


The committee on ocean rates investigating the Petersen 
contract has been mainly engaged for the last week in hearing 
the evidence of W. T. Marlow, foreign freight agent of the 
Canadian Pacific, who gave information regarding the manner 
in which ocean rates are fixed. He claimed that, while competi- 
tion from a service such as Petersen proposed, might, at first, 
reduce some rates, in the end it would not be effective, as ves- 
sels would gradually be withdrawn from the Canadian service. 
He said that, in shipping matters, there was no international 
boundary between the United States and Canada and that com- 
petition between Montreal and New York was keen. In confer- 
ence matters, Canadian lines fought hard for reasonable rates 
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from Canadian ports because it was to their interest to get all 
the business they could. He said there was no domination of 
Canadian shipping and exports by American or British inter- 
ests. As a matter of fact, outside of grain, Canadian ports drew 
far more trade from the United States than vice versa. 

When asked what “sitting in” at a conference involved, he 
said that both the U. S. Shipping Board and the Canadian Mer- 
chant Marine, in doing so, agreed to all arrangements of the 
conference, which included rates. Dealing with rates, he said 
they began to come down in 1920 and continued to do so until 
the early part of 1924. All had hoped that expenses would soon 
get back to pre-war levels, but, after 1922, they had gone up. 
In 1924, the shipping companies were confronted by the losses 
of 1923, and demands for increases by longshoremen and others 
were being made. It had been decided to try to get a horizontal 
increase in rates in 1924. The general commodity list was taken 
and an endeavor made to obtain a 25 per cent increase in it. 
This did not include grain, flour, or lumber, on which there were 
no conference rates. The increase in rates produced complaints 
and reductions were made when they were warranted. 

Describing the ocean freight situation as it affected the 
North Atlantic conference, he said that, in winter, all the terri- 
tory west of Montreal was competitive. Some lines maintained 
the same basis of rates to New York as to Montreal. Broadly 
speaking, there was no boundary line between the United States 
and Canada in the matter of shipping, and this made competition 
keen. Competition between the different lines here was also 
keen. Low rates were not the only factor in getting business. 
A shipper wanted to be sure, chiefly, that he got into a foreign 
market on the same basis as his competitor. The Canadian com- 
mittee had the exclusive right to initiate rates on nickel, asbes- 
tos, wood pulp, and deals. It simply notified the conference that 
it had fixed these rates, and they went into effect. The American 
members of the conference always showed consideration to 
Canadian representatives. The Canadian companies always 
made a strong fight for favorable rates out of Canadian ports. 
As an indication that Americans acted fairly, Mr. Marlow said 
that, even in the matter of cotton, they did not set the rate with- 
out consulting Canada. 

Complaints regarding rates by shippers were discussed by 
the Canadian liner committee and recommendations were made 
to New York if the committee considered the complaint war- 
ranted. Rate changes, such as that of 1924, were usually made 
after meeting with shippers and their respective associations. 
Recommendations were made to the rate committee of the con- 
ference, and this committee had no power to fix rates or to turn 
down Canadian recommendations. 


Regarding the difficulties involved in the handling of flour, 
as compared with grain, and whether it was practical to have a 
fair differential, he said he could best answer by the experience 
of the U. S. Shipping Board. It fixed the differential in favor of 
grain at five cents a hundred pounds but the grain rate fluctu- 
ated so that it was impossible to fix the rate on flour satisfac- 
torily, so it had been decided to take the average rate on grain 
over a certain week and fix the rate on flour at five cents over 
that. Personally, he did not think there was any relation be- 
tween the two so far as ocean shipping was concerned. Asked 
why the Shipping Board had tried to fix a differential, he said 
there was a variety of opinions. It was done shortly before the 
election of 1920, and some people thought it was done for pol- 
itical purposes. 

He did not think it would be possible for liners to do busi- 
ness satisfactorily without a conference. Stability of rates was 
necessary to manufacturers, who wanted to be able to quote 
rates ahead and it was not possible to do this without some un- 
derstanding It was not desirable that there should be different 
contract rates for large and small shippers, respectively. Com- 
petition by a line whose rates were controlled might have the 
effect of reducing rates, but it would be only temporary. If a 
competing line put on lower rates, he thought the other lines, 
apart from the Canadian Pacific, would withdraw from the trade 
as soon as it became unprofitable. 


Answering questions as to the fact that a number of appli- 
cations for reductions were made by representatives of the U. S. 
ports lines, he said this was due to the fact that they handled 
Many products on which the rates were not satisfactory but 
which Canada did not export, and so was not affected—large 
bulk cargoes, such as iron, steel, oil, and asphalt. Outside of 
grain and flour, Canada had not the volume of exports to work 
on. When such reductions on the commodities mentioned were 
made, the Canadian liner committee invariably preserved the 
right to protect the Canadian shipper. 


Replying to questions implying that the conference was con- 
trolled from New York, he said the reason conference meetings 
were held there was that it was most central, but there was no 
reason why they should not be held at Montreal. The great bulk 
of exports from the United States and Canada were controlled 
through New York. Regarding the flour rate, the Canadian liner 
committee fixed the rate from Canada and the New York com- 
mittee fixed that from New York. The last time rates were 
changed, the Canadian liners had changed before the Americans 
had. There had been a difference between rates on flour from 
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New York as compared with those from Montreal, but it had 
been adjusted by the Imperial Shipping Committee. Pressed as 
to whether the Canadian and American committees did not agree 
on the flour rate, he said: “I can say with truth that we have 
no understanding with the United States that we will make our 
flour rate the same as theirs. I understand that the U. S. Ship- 
ping Board is quoting the same rate on flour today as ours, not 
by understanding, but by coincidence.” 

He would not agree that there was domination over Cana- 
dian traffic by the British and American membership of the 
North Atlantic Conference. 

He thought the only way the U. S. Shipping Board could 
function would be by a meeting of the North Atlantic, South At- 
lantic, and Gulf Conferences for the purpose of fixing rates on 
Atlantic traffic. ‘They have ships of their own in all three dis- 
tricts, and it stands to reason as business people, as the Amer- 
icans are, that they will not permit a man in the Gulf running a 
line there to cut the throat of a man in Boston running one of 
their own ships from there. To serve the people of the United 
States they have to have some understanding that the man 
operating the people’s ships from the Gulf will be on some sort 
of basis with the man operating the people’s ships from Boston, 
otherwise you would set up a dissension right in the country.” 

Question: “But why are the foreign lines in conference 
with the Shipping Board?” 

“T think that follows naturally. The country belongs to the 
United States. The United States has a fleet of its own, and 
any shipping companies operating from or to ports of the United 
States must, to some extent, recognize that they have to follow 
in line with the United States fleet.” 


MERCHANT MARINE BARNACLES 
The Traffic World New York Bureau 


J. Walter Drake, Assistant Secretary of Commerce, spoke 
before the American Marine Association Thursday night on 
“Scraping the Barnacles Off the Merchant Marine.” He said: 


We are in a critical period which may well determine 
whether our foreign trade is to continue a potent factor in our 
prosperity. The solution of this problem depends, to a great ex- 
tent, on the ability of the merchant marine to meet foreign com- 
petition by overcoming obstacles. 


He remarked that, in addition to economic handicaps due 
to high wages and other costs, there were disadvantages within 
the government that should be eliminated. He referred to the 
activities of the Department of Commerce in promoting stand- 
ardization in operation, construction, and repairs. This was 
proceeding satisfactorily with the co-operation of the industry, 
he said. In his opinion, the elimination of waste would be of 
the utmost importance to the future of shipping. 

Commenting on the numerous functions performed by the 
government in relation to shipping, he said that many difficulties 
encountered by steamship men were due to the fact that these 
duties were not concentrated in one department, but were dis- 
tributed through a large number. Said he: 


Of the ten major executive departments of the government 
not less than five do important work in the merchant marine field— 
the War Department, the Treasury Department, the Department 
of Agriculture, the Navy Department and the Department of 
Commerce. To these, of course, must be added the Shipping 
Board. The government’s present loose-jointed organization con- 
sists of not fewer than seventeen different agencies, represent- 
ing half of the executive departments, all of which have to do 
with the various aspects of the shipping problem. This means 
a duplication and waste such as would never be tolerated in 
private business. 


CONFERENCE CONTROL OF RATES 


The Trafic World New York Bureau 


Reports that leading shippers of the country intend to fol- 
low the example of Canadian politicians in attacks on conference 
control of rates were doubted by New York steamship officials, 
who said they were not aware of any general dissatisfaction 
with the present system. They were not willing to credit the 
report without further information. 

The United Kingdom and Continental Conferences, meeting 
in New York Wednesday and Thursday, removed all restrictions 
on flour rates. Flour previously was not subject to the regular 
conference control, but rates were maintained by a tacit under- 
standing. It is understood that depression in freight traffic was 
the cause of the decision to authorize all lines to meet competi- 
tion freely. 

There was no formal discussion at the conferences either 
of the Canadian subsidy situation or the new rates from the 
Gulf and south Atlantic on a parity with New York. It was 
said after the meetings that the investigation now under way 
in Ottawa was revealing many of the fallacies in the Canadian 
plan and it was expected that the proposition would be discarded 
or modified. Sufficient time has not elapsed, one official said, 
to determine whether the new rates from’ the south will divert 
overseas traffic from New York. 

The Pacific Coast Committee of the United States Inter- 
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coastal Conference has added the following new rates to the 
eastbound freight schedule: 

Butter, in hermetically sealed cans, in boxes, owner’s risk, 
ordinary stowage, $1.20 a 100 pounds, any quantity. Cement, 
firebrick, in double sacks or paper lined bags, 75 cents less than 
carload, 50 cents carload. Traps, cast iron, grease, in crates 
iron strapped, $1.85 less than carload, and 50 cents carload. The 
rate on inedible tallow, in barrels or casks, was reduced from 
60 cents and 40 cents to 55 cents and 35 cents, in carload and 
less than carload lots, respectively, effective April 30. The fol- 
lowing were named as a committee to act in conjunction with 
a similar committee at New York on westbound rates: E. A. 
MacMahon, of the United American Lines; John E. Cushing, of 
the American Hawaiian; George J. Yater, of the Argonaut Line; 
and C. R. King, of the Pacific Mail. 





Fleet Corporation officials said this week no protests had 
been received by them against the ocean rate conference system 
by means of which agreement is reached as to ocean freight and 
passenger rates. A report was in circulation that certain ship- 
pers were going to make a fight to eliminate control of ocean 
rates by the steamship conferences. 

Fleet Corporation managing operators are members of the 
various steamship rate conferences, the membership of which 
includes foreign and American lines. Withdrawal of Shipping 
Board operators from participation in the conferences has been 
proposed before. The conferences have been maintained as a 
stabilizing influence in the matter of ocean rates, according to 
advocates of the system, and withdrawal of Shipping Board oper- 


ators might lead to a chaotic situation with respect to ocean 
rates. 


NAVAL RESERVE PLAN FAVORED 


The Trafic World New York Bureau 


Plans for the assistance of American shipping through the 
establishment of a naval reserve force are being considered by 
the American Steamship Owners’ Association and will be part 
of its recommendations to Congress. Each of the committees 
named by the association has included this suggestion in some 
form. 

The proposal of Chairman O’Connor, of the Shipping Board, 
that the government pay a bonus of $20 a month to every Amer- 
ican seaman enrolled in the naval reserve was said to be a step 
in the right direction, though a number of steamship officials 
said this would not offset all the handicaps suffered by American 
ships. 

Several shipping men have talked with Mr. O’Connor since 
his statement in Washington and have been informed that his 
plan has not been worked out in detail. It was put forward as a 
suggestion to be whipped into shape later. 

While local shipping officials agree that the naval re- 
serve plan is one of the solutions of the problem, they are 
hopeful that it will be taken up also as a means of strengthening 
the national defense. In this connection it was pointed out that 
the British government pays retainers to both officers and men 
and, in addition, the Admiralty pays about $700,000 a year to the 
Cunard Line for the Mauretania as an auxiliary cruiser. 

W. L. Marvin, vice-president of the American Steamship 
Owners’ Association, said that, in France and Japan, where mil- 
itary and naval service is universal, the governments extend 
generous direct subsidies to steamship lines. 

The association has made public wage comparisons for Nor- 
wegian, Danish, private American, and Shipping Board crews. 
These show monthly pay rolls of $1,658 for a Danish crew of 40; 
$3,017 for a private American crew of 40; and $3,343 for a Ship- 
ping Board crew of 38, each on a coal burning vessel of 5,000 
gross tons. The Norwegian wage scale is $1,096 for a crew of 
36 on a 3,000 ton coal burning ship. 

The pay of able seamen is as follows: Norwegian, $30.23; 
Danish, $34.71; private American, $55; Shipping Board, $62.50. 
The $20 monthly bonus proposed by Chairman O’Connor would 
approximately offset the wage differential, but would not com- 
pensate for extra shipbuilding and capital costs. 





It has been stated, authoritatively, in behalf of President 
Coolidge, that he has not had much opportunity to examine or 
think about the O’Connor proposal to create a merchant marine 
reserve, the members of which would receive from the treasury 
of the United States, about $20 a month, while serving on an 
American ship, the payment to be made so as to equalize the 
wages of American sailors and those in foreign flag ships—with- 
out burden to the operator of an American ship—and thereby 
place the American and the foreign ship on a competitive equal- 
ity. It has been said the O’Connor plan would not receive the 
support of the Coolidge administration, although the White 
House indicated that the President, by reason of his inability to 
examine or consider the proposal, had no opinion on the subject. 

It is the President’s thought that if the proposal means that 
the reserve should be created on the theory of usefulness in the 
national defense on the navy side, he would like to consult the 
navy before coming to a conclusion. He is ready to admit, it is 
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said, that there are arguments on that head that might have 
great weight. 

A further thought on the part of the President is that if 
the proposal means merely a reserve for the merchant marine 
it would raise the question whether the country wanted to pay 
part of the wages of seamen more than it wanted to pay the 
wages of men on the farm or in other occupations. 


OCEAN CHARTER RATES STEADIER 
The Trafic World New York Bureau 


Following the declining tendency shown in the previous two 
weeks, full cargo rates from Atlantic and St. Lawrence ports 
appeared steadier this week. One or two ships obtained slightly 
higher rates under special circumstances, but nothing was in 
sight to justify an advance. Vessels were offered freely and as 
demand was light quotations barely held their own. 

The grain demand was slightly better but was restricted 
chiefly to shipments from Montreal and Atlantic ports to the 
United Kingdom and Continent. Rates were unchanged at 13% 
cents from the Atlantic and 144%4 from Montreal. As a result of 
a large accumulation of grain in Montreal elevators, some con- 
gestion was reported. Additional vessels on the way there were 
expected to relieve the pressure within the next week or two. 
The sharp- upturn in wheat prices restricted export demand and 
was reflected in fewer inquiries for space. 

The coal trade was marked by absence of trans-Atlantic 
business. Demand for shipments to South America was also 
light. Shippers offered $3.75 to $3.85 a ton for vessels to Rio de 
Janiero and $3.85 to $4.00 a ton to the lower Plate. Ships have 
not been offered so freely in the last few days, indicating a 
belief on the part of owners that rates will advance shortly. One 
vessel was fixed from Hampton Roads to Buenos Aires at $4.12% 
cents a ton, and two others to Italy at $3.07 to $3.25 a ton. 

The sugar trade was slightly improved. Rates advanced to 
some extent in response to a better demand. Several vessels 
were fixed from Cuba to the United Kingdom at 17 shillings six 
pence to 18 shillings a ton. 

Traffic on regular liners from Atlantic ports to the United 
Kingdom and Continent was more active. 


OIL SHIPPING DEPRESSED 
The Trafic World New York Bureau 


Recent changes in oil production in the United States, 
marked by a decreased output in California and an increase in 
the Gulf and mid-continent fields, are resulting in a depression 
in tank shipping, according to information from oil company 
officials. Rates have taken a strong slump in the last month and 
the outlook at present is unfavorable. 

The existing rate from the Gulf to New York is 20 cents a 
barrel against 34 cents in February. The rate from the Gulf to 
the United Kingdom is $5.70 a ton against $7.00 a ton in March. 
Export demand is slight, officials remarked, and many of the 
tankers formerly employed in the intercoastal service are now 
operated in the Gulf and Atlantic trade. 

In explanation of the change in the tanker situation, it was 
said that the peak production in the California fields was reached 
in September, 1923, at the same time that the output in the 
nearby Mexican fields declined. More than twice the time was 
required for transportation of oil from San Pedro to New York 
as from Tampico, with the result that the supply of ships was 
inadequate and rates advanced substantially. 

Within the last year this situation has been reversed. Cali- 
fornia production is now about two-thirds of the high point, 
while supplies available in the Gulf of Mexico have increased. 
The decrease in the time necessary for a trip from the Gulf as 
compared with California has the effect of more than doubling 
the supply of tank ships. 

The world total of tank ships amounts to 8,000,000 dead- 
weight tons, of which 3,600,000 tons are under the American 
flag. The greater part of this fleet is now in the coastwise trade. 

Recent increases in the production of heavy crude in the 
Smackover field is not likely to reduce the price of bunker oil, 
despite the fact that the output is chiefly suitable as fuel, accord- 
ing to local officials. The Mexican supply has dwindled so that 
the advance in Smackover has balanced the supply. 


SILK RATE READJUSTMENT 


The Trafic World New York Bureau 


_ Dissatisfaction with through rates on silk from the Far East 
to New York is said to be the chief cause for the recent diversion 
of about 50 per cent of this traffic to the Suez Canal route, a con- 
dition that has aroused representatives of the trans-Pacific car- 
riers and the transcontinental railroads to the need for reaching 
an agreement that will enable them to offer better terms to 
shippers. Negotiations are now under way for a conference of 
rail and water carriers to consider readjustment of rates. The 
all-water rate via Suez is given as approximately $11 a hundred 
pounds as against $6.75 trans-Pacific and $9 for the rail haul to 
New York, a total of $15.75. 
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A resolution calling for a campaign for reduction of the 
ocean and rail rates was adopted at a recent meeting of the Raw 
Silk Exporters’ Association of Yokohama. It was pointed out 
at this meeting that the present silk rates were adopted during 
the World War, when commodity prices and freight rates were 
at the peak, and that, while rates on other commodities have 
been reduced, the rates on silk and silk fabrics have remained 
at the old figure. 

Increased competition, higher production costs, and inroads 
of rayon were cited by the exporters as factors impelling them 
to seek reductions in trans-Pacific rates to 3 cents a pound and 
in rail rates to 4%4 cents a pound, making the through rate 7% 
cents. It is understood that these propositions have been con- 
sidered at meetings of the carrier groups and that some decision 
may be announced in the near future. 

A considerable volume of Oriental shipments of raw silk 
also has been moving via the Panama Canal route, with trans- 
shipment at either Seattle or San Francisco, a rate of $31 a ton 
being quoted on such shipments by the trans-Pacific lines in con- 
junction with the Panama-Pacific Line, whose ships make the 
trip from San Francisco to New York in seventeen days, making 
the time from Shanghai, for instance, forty-two days. 

Improved conditions in the silk market since the first of the 
year are expected to stimulate shipments by the regular ocean 
and rail route. Stocks have been steadily decreasing since the 
end of December, the total at the end of March being 46,663 bales, 
the lowest figure recorded since last October. The March im- 
ports, totaling 31,571 bales, were the lowest since last July. 
March consumption figures of more than 45,000 bales were 
believed, in the trade, to be a record figure. 


COLUMBIA RIVER PORTS 


Port Series No. 11, issued by the Board of Engineers for 
Rivers and Harbors in co-operation with the United States Ship- 
ping Board, is the result of a comprehensive study of the com- 
merce and facilities of the Pacific ports of Portland and Astoria, 
Ore., and Vancouver, Wash. This is one of a series of reports 
on the ports of the United States prepared to meet the needs 
of the government and to supply data for the use of importers, 
exporters, manufacturers, railroads, steamship lines and the gen- 
eral public. In a summary discussing the report, the board said: 


Portland is situated on the Willamette River, 113 miles from the 
ocean. The local authorities assist in the work of improving and main- 
taining the ‘channel in the Columbia River and are solely responsible 
for obtaining and maintaining the channel in the Willamette River 
They deserve great credit for their progressive attitude both as to 
channel co-operation and channel maintenance and in the construc- 
tion and efficient operation of modern and capacious terminal fa- 
cilities. Commerce is nearly all conducted in the usual types of 
freight liners and tramps. The large combination passenger and 
freight liners operate chiefly out of San Francisco and the Puget 
Sound ports, and carry the larger share of the through general im- 
port and export traffic. The business of the Columbia River ports 
consists mainly in the shipment of commodities originating west of 
the Rocky Mountains, such as grain, flour and lumber. Portland is 
the principal wheat port of the Pacific coast, and this fact is due 
in great measure to the favorable rail rates from the wheat produc- 
ing districts of the Columbia Basin, as compared with rates to the 
Puget Sound ports. Both Portland and Astoria have constructed pub- 
lic elevators for handling grain and both have provided modern 
terminals equipped for both. bulk and package freight. In addition 
to the business handled over the wharves at these two rts, a 
number of important lumber mills are located upon the river be- 
oe and the mouth, and these contribute a large volume 

raffic. 

The Columbia River ports have the same trans-continental rates 
as the Puget Sound ports, and they also enjoy the same ocean rates 
to foreign points as well as to Atlantic and Gulf ports. During the 
grain shipping season many vessels come to Portland in ballast and 
load grain for the United Kingdom and European points. 

Astoria is situated at the mouth of the Columbia River. Like 
Portland, its trade consists principally of grain, flour and lumber, 
but Astoria is also the headquarters of a number of important fish 
packing companies, the business of which adds to the traffic of the 
port. The terminals construed by the Port of Astoria are modern 
in type and have capacity sufficient for handling a large traffic. 

Vancouver is situated on the Columbia River 4% miles above the 
mouth of the Williamette. The business of this port is almost en- 


titrely inbound and more than 50 per cent of it consists of logs 
brought to the local mills. 


C. A. T. LINE CONFERENCE 


The Trafic World Washington Bureau 


An all-day conference took place May 5 between Director 
Hardie, George M. Crosland, chief of the Commission’s tariff 
section, and Examiner W. N. Brown, representing the Commis- 
sion, and advocates and opponents of the application of the 
Canada Atlantic Transit Company for sixth section permission 
allowing it to change rates on bulk grain, from Chicago and Mil- 
waukee to Depot Harbor at will, on less than statutory authority. 
It was supposed to be an informal conference but, on account of 
the involvement of section 27 of the merchant marine law, a 
stenographic report of the meeting was made. The conference 
was practically a hearing at which no conclusion was reached. 

The Shipping Board, represented by John Nicholson, the 
Rutland Lake Michigan Transit Company, represented by A. C. 
Sullivan, and Karl D. Loos, broadly speaking, were in opposition 
to the grant. George H. Brownell, J. H. Fishback, W. G. Geer 
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and N. W. Hawkes, appearing for the Cat Line and a large num- 
ber of shippers in New England, Chicago and Milwaukee, advo- 
cated grant of the authority. The shippers made the principal 
part of the case for the Canadian line. 

Mr. Nicholson’s questions created the impression that the 
Shipping Board’s idea was that the coastwise laws of the United 
States should be read into section 27 and the grant of permis- 
sion given only in the event there might not be enough American 
tonnage to carry the traffic by water to Depot Harbor and then 
by rail through Canada back into the United States. When W. 
H. Day of the Boston Chamber of Commerce was giving the views 
of that organization and those of a long list of industries and 
civic organizations Mr. Nicholson pressed him on the point 
whether if there was a line competent to engage in the coastwise 
business, which meant, of course, primarily an American flag line, 
the interests he represented would still ask for the permission. 
Prior to that time Mr. Day had said that the Cat Line had given 
necessary and dependable service when other gateways into 
New England were congested and that even if there were an- 
other line with equally good service New England would be in- 
clined to continue using the Canadian line. Mr. Day did not 
waver on his proposition. He said that notwithstanding that 
fact he believed New England would be inclined to stand by its 
friends. The proviso in section 27, he said, was put in there to 
preserve the Canadian differential lines and that when, a short 
time ago, the Cat Line asked for fourth section relief on traffic 
from New York to the middle west via New England points, New 
England shippers came before the Commission asking to be al- 
lowed to pay two cents per 100 pounds more than New York 
because they believed the Cat Line needed every pound of freight 
it could obtain in New York to enable it to maintain the service 
New England needed. 

The shippers, particularly Chicago and Milwaukee shippers 
of grain and New England receivers thereof, contended that the 
kind of service furnished by the Cat Line boats, compartment 
service allowing the shipment of small lots of grain, less than 
50,000 bushels, was what they had to have and that the other 
lines could not afford it at equal rates, except when no one 
wanted to ship grain. 

Attorneys got into arguments on the questions of law in- 
volved to such an extent as to indicate that the Commission will 
have the question of the law on the subject again forced upon 
its attention, at greater length probably than heretofore. 

Those who attended the conference, most of whom spoke on 
the question of rates or service or both, were: 


George H. Brownell, J. H. Fishback, W. G. Geer and N. W. 
Hawkes for the Canada Atlantic Transit Company of the United 
States; B. Bigelow, Rutland Railroad Company; J. L. Bowlus, Mil- 
waukee Chamber of Commerce; J. S. Brown, Chicago Board of 
Trade; Alexander Stuart, Stuart Grain Marketing Company, Chi- 
cago; J. W. Bingham, Corn Products Refining Company; John Nich- 
olson, United States Shipping Board; C. S. Miller, American Maize 
Products Company; A. C. Sullivan, Rutland Lake Michigan Transit 
Company; Karl D. Loos, Rutland Lake Michigan Transit Company; 
Arthur N. Payne, Associated Industries of Massachusetts; W. H. 
Day, Boston Chamber of Commerce, New England organizations and 
industries; Vandenover, Southern Minnesota Mills; rge 
Bailey, E. W. Bailey Grain Company, and Frank Ludwig, .the two 
last mentioned being New England receivers of grain. 


THROUGH EXPORT BILLS 


The Department of Commerce has published a trade informa- 
tion bulletin No. 335, written by W. Rodney Long, of the trans- 
portation division of the department about the uniform through 
export bill of lading prescribed by the Commission. The char- 
acter of the bulletin is described in an introductory note thereto 
written by Julius Klein, director of the bureau of foreign and 
domestic commerce. He said: 


The uniform through export bill of lading as prescribed by the 
Interstate Commerce Commission has now been in use about three 
years. It is impossible to estimate the amount of freight transported 
on this bill of lading, but a large percentage of the export freight 
now moving is thus carried. : : er 

The principal hindrance to its successful use is a lack of unity in 
interpreting the various clauses of the bill. Consequently, difficulty. 
arises in carrying out the regulations of the Interstate Commerce 
Commission because of the inability of shippers and carriers to in- 
erpre em. 

It is evident that the uniform through export bill of lading, while 
not entirely satisfactory, has many good points which lead some of 
our principal exporters and Gamaportesion agencies to feel that it 
can be developed into a practicable means of carriage. This pam- 
phlet presents a view of both sides of the question. 

Inasmuch as opinions and facts relative to the use of this bill 
have never been comparably set down before, it was felt that more 
good could be accomplished by presenting each of the divergent 
views than by attempting to evolve a theoretical uniform through 
export bill of lading. 


NEW PORT NEWARK TERMINAL 


Charles Milbauer, organizer and first president of the Traffic 
Club of Newark, chairman of the storage and warehouse division 
of the Atlantic States Shippers’ Advisory Board, has been se- 
lected by Frank Kenna as associate and general manager to 
direct the Port Newark Terminal, Inc., which was formerly the 
United States army base, and which has been leased to Kenna 
by the War Department. 


The property consists of nine large warehouses buflt of 
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terra-cotta and concrete, each 1,161 feet long, 161 feet wide; two 
large sheds of the same dimensions, 4,000 foot of dock, 1,000 
feet of which is covered; 1414 miles of railroad tracks and rid- 
ings; a large boiler room with pumps for fire fighting purposes 
together with two large 75,000 gallon steel tanks, one 100,000 
gallon reserve in addition to a 50,000 gallon tank, also an electric 
lighting system; numerous other buildings for administration 
purposes, and other buildings that can be used for various pur- 
poses. The large buildings will be devoted to storage and ware- 
house purposes, and light manufacturing in small and large 
lots. The open yard space will be used for the storage of bricks, 
lumber, and any other open space storage. 

The company has temporary offices at Newark, N. J., until 
June 1, when they will be established at the property. 


DOLLAR CONTRACT MADE PUBLIC 


On account of the interest created by the litigation over the 
sale of the President ships to R. Stanley Dollar and the Dollar 
Steamship Line the Shipping Board has made public the con- 
tract under which the ships were transferred to the Dollar in- 
terests. It is a document of twelve long typewritten pages. 
Schedules attached to it show lists of spares on hand, but not 
on board the ships, photostatic copies of the bill of sale, the 
certificate of registry, the preferred purchase money mortgage 
taken by the United States as part of the purchase price and 
other details needed to round out the agreement between the 
seller and the buyer. 


SHIP MORTGAGE CHANGES OPPOSED 


After two months’ consideration of the proposals of the 
International Conventfon for the unification of certain rules 
relating to maritime liens and mortgages, the administrative 
council of the Atlantic Coast Shipbuilders’ Association has de- 
cided that the changes would be undesirable as decreasing the 
value of ship mortgages and discouraging investments in new 
vessels. The council also found that the plan was contrary to 
the spirit of the Jones act. 


COST OF CONVERSION OF SHIPS 


When the Shipping Board recently announced selection of 
the first group of ships for conversion to Diesel engine propul- 
sion, it was said at the board’s offices that the cost of conver- 
sion would be approximately $50,000 to $60,000 for each ship. 
Officials said this week there was some misunderstanding as to 
the item of cost of conversion. The total cost of conversion 
for each ship will be approximately $450,000. The average cost 
of a Diesel engine will run about $225,000, the cost of installa- 
tion will be approximately $175,000 and auxiliary equipment 
350 nat about $50,000, making the total for each ship about 

000. 


INSPECTION OF PACIFIC PORTS 


President Palmer, of the Fleet Corporation, announced this 
week that Asa F. Davison, operating vice-president of the cor- 
poration, would leave Washington in about two weeks to make 
an inspection of the facilities for government merchant vessels 
at Pacific coast ports, and also to get in touch with the manag- 
ing operators on the ceast with a view to improving the service 
of the government lines. Mr. Davison will stop at Los Angeles, 
San Francisco, Portland and Vancouver. 


SALE OF LAKE-TYPE SHIPS 


The sale of three lake-type cargo vessels was announced 
this week by President Palmer, of the Fleet Corporation. The 
Lake Flanders, of 4,145 deadweight tons, and the Lake Elon, of 
4,261 deadweight tons, were sold to the Mallory Steamship Com- 
pany of New York for $25,000 each and agreement to make cer- 
tain alterations and improvements in the ships. The Lake Elli- 
cott, of 4,261 deadweight tons, was sold to the Gulf & Southern 
Steamship Company, of New York, for $25,000 and agreement 
to make certain alterations and improvements. 


NEWARK AND BOSTON S. &. CO. 


The Newark & Boston Steamship Company, recently or- 
ganized to operate a direct freight service between Newark and 
Boston, and Newark and Bridgeport, began operations last week 
with the sailing of the S. S. Roseway from the Commercial Ware- 
house Wharf, Newark, the Shupe Terminal, Kearny and Port 
Newark Terminal of the Transmarine Lines, at all of which 
points the company will maintain stations for the receipt and 
delivery of freight. This will be the first time in the history 
of Newark when a direct steamship service has been offered in 
the Newark-New England trade. It is understood from confer- 
ences between the management of the Newark and Boston 
Steamship Company and Charles J. Fagg, manager of the traffic 
department of the Newark Chamber of Commerce, that rates 
by this newly established steamship line will be maintained on 
the same basis as rates concurrently in effect for New York 
shippers via lines operating directly from New York City. 

“° The officers of the Newark & Boston Steamship Company 
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are Henry Alan Johnston, president; A. W. MacElveny, vice- 
president; John Harriman, treasurer; and A. P. Skinner, sec- 
retary. Boyd O. Berry, the general manager, will be in the 
direct charge of operations at Newark. 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal turned upward in the week 
ended April 25,” says the Geological Survey in its current 
weekly coal report. That report, in part, follows: 


Preliminary estimates based on the 140,739 cars loaded by the 
principal coal carriers place the total output at 8,016,000 net tons, 
an increase of a half million tons over production in the preceding 
holiday week. Compared to the week ended April 11, there was an 
increase of 173,000 tons, or 2 per cent. 

Preliminary telegraphic reports of loadings on Monday and Tues- 
day of the present week indicate further improvement. The total 
number of cars loaded was more than 51,000, as against 48,000 on 
the same days of the week before. Similar improvement during the 
remainder of the week would result in a total output in the neigh- 
borhood of 8,400,000 tons. 

The production of anthracite improved notably in the week ended 
April 25. Reports from the principal anthracite carriers show that 
37,041 cars were loaded, indicating a total production of 1,937,000 
net tons. Compared with the preceding holiday week, this was an 
increase of 370,000 tons, and it exceeded the total of the week ended 
April 11 by 214,000 tons. In the corresponding week of 1924 produc- 
tion was greatly curtailed by the occurrence of two holidays, Easter 
Monday and miners’ election day. 

Cumulative production from January 1 to April 25 was 27,768,000 
tons, a decrease of 1,385,000 tons, or slightly less than 5 per cent, 
from the record for the same period last year. : 

Tidewater business in soft coal at Hampton Roads declined 
sharply in the week ended April 25. The total quantity handled over 
the three piers at the port was 262,095 net tons, a decrease of 119,013 
tons, or 31 per cent. hief of the factors contributing to the decline 
was a decrease of 61,674 tons in cargoes consigned to New England. 
Exports and shipments to the other coastwise trade were 24,522 and 
24,319 tons less, respectively, than in the preceding week. In the 
corresponding week of 1924 dumpings totaled 282,818 tons. 

Cumulative dumpings during 1925 to date stand at 6,426,477 tons, 
an — over the corresponding periods of 1923 and 1924 of il 
per cent. 

Shipments of bituminous coal from the lower lake ports were 
decidedly improved in the week ended April 26. The total quantity 
dumped was 631,587 net tons, an increase of 143,446 tons, or 23 per 
cent. Of the total dumpings, 603,433 tons were cargo coal and 28,154 
tons were vessel fuel. The present rate of dumpings is about 70 per 
cent in excess of that at the corresponding date of the two pre- 
ceding seasons. 

Shipments of cargo coal during the first two weeks of the present 
season were unusually heavy and the total to date stands at 1,325,465 
tons. Compared to the totals for the corresponding periods of 1924 
and 1923, this was an increase of more than a million tons and 
nearly three-quarters of a million, respectively. In fact, it appears 
that a new high record of early movement has been established. 


FRUIT AND VEGETABLE SHIPMENTS 


Combined shipments of 23 fruits and vegtables totaled 13,810 
cars the week ended May 2, as compared with 13,709 cars the 
preceding week, according to the Bureau of Agricultural Eco- 
nomics of the Department of Agriculture. In the corresponding 
period of 1924, the shipments totaled 11,580 cars. Total ship- 
ments for the season to May 2 were 510,271 cars, as compared 
with 532,583 cars in the same period last season. Shipments 
in the week ended May 2 were as follows: Apples, 495 cars; 
asparagus, 87 cars; cantaloupes, 5 cars; cauliflower, 35 cars; 
cabbage, 838 cars; celery, 444 cars; cherries, 10 cars; cucum- 
bers, 288 cars; eggplant, 20 cars; grapefruit, 681 cars; lemons, 
279 cars; lettuce, 961 cars; mixed citrus fruits, 72 cars; mixed 
vegetables, 894 cars; onions, 587 cars; oranges, 1,219 cars; pep- 
pers, 41 cars; spinach, 250 cars; strawberries, 1,634 cars; string 
beans, 452 cars; sweet potatoes, 58 cars; tomatoes, 601 cars; 
potatoes (1925 crop), 1,887 cars; potatoes (1924 crop), 2,472 cars. 


TELEPHONE OPERATING FIGURES 

The Commission’s report on the operation of seventy large 
telephone companies, for February, shows the number of sta- 
tions at the end of the month was 12,386,460, compared with 
11,554,698 in the corresponding month of 1924. The operating 
revenues were $61,009,905, compared with $55,161,761 in Feb- 
ruary, 1924, an increase of 10.6 per cent. The expenses were 
$41,360,917, compared with $39,393,101 in February, 1924, an in- 
crease of 5 per cent. The net telephone operating revenue was 
$19,628,988, compared with $15,768,660 in the corresponding 
month of 1924, an increase of 24.5 per cent. 

The operating income was $14,259,998, as compared with 
$11,014,563 in February, 1924, an increase of 29.5 per cent. The 
operating ratio was 67.83, as compared with 71.41 in February 
of last year, a decrease of 3.58 per cent. 

In the two-month period ended with February the operating 
revenues were $123,969,953, as compared with $112,008,221, in 
the corresponding period in 1924, an increase of 10.7 per cent. 
The expenses were $84,245,423, as compared with $79,743,316, 
an increase of 5.6 per cent. The net telephone operating reve- 
nues were $39,724,525, as compared with $32,264,905 in the two- 
month period of 1924, an increase of 23.1. The operating in- 
come was $28,957,299, as compared with $22,716,052 in the cor- 
responding period of 1924, an increase of 27.5 per cent. The 
operating ratio was 67.96, as compared with 71.19 in the cor- 
responding period of 1924, a decrease of 3.23. 
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I. C. C. BUREAU OF SERVICE 
The Trafic World Washington Bureau 


A reorganization of the Commission’s bureau of service has 
peen effected to the end that closer tab may be kept on the 
efficiency and economy of railroad management. Three sections 
have been established in the bureau, one to handle car service 
matters, one to deal with efficiency and economy of operation, 
and one to deal with transportation of explosives and like 
articles. 

Division 5 of the Commission, composed of Commissioners 
Cox, Esch and McManamy, has direct supervision of the bureau 
of service, of which W. P. Bartel is director. Frank Smith, 
assistant director, will have charge of the car service section; 
Harvey Boltwood, assistant director, who has been connected 
with the bureau of locomotive inspection, will have charge of 
the section on efficiency and economy of operation, and L. I. 
Doyle will have charge of the section dealing with the trans- 
portation of explosives. 

The Commission advised Congress in its last annual report 
that to go into the question of efficiency of railroad management 
in a thoroughly effective way would necessitate an organization 
of technical experts especially qualified to investigate its numer- 
ous phases and would also require a large additional appropria- 
tion. It said it relied to a large extent on data submitted by 
the carriers on prescribed forms and at formal hearings. It 
referred to the investigation instituted into the efficiency and 
economy of management of common carriers with reference par- 
ticularly to the maintenance of equipment. A report has not yet 
been issued as the result of that investigation. 

In co-operation with the Department of Agriculture, the 
bureau of service has arranged to conduct tests of the trans- 
portation of fruits and vegetables under refrigeration, particu- 
larly with reference to shipments of lettuce and other vegetables 
from California. An inquiry into top icing of lettuce and green 
corn from Florida also has been instituted. Another investiga- 
tion that will be undertaken will be with reference to shipments 
of strawberries from Virginia and the eastern shore of Mary- 
land, under refrigeration, to determine whether maximum load- 
ing of 340 crates to the car may be achieved without damage to 
the crates loaded in the middle of the car. Peach shippers of 
Georgia have requested that a similar investigation be made 
with respect to their product. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of April 15 was 70.6, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
59.2; refrigerator, 81.4; coal and coke, 78.8; stock, 89.6; flat, 
17.4; others, 94.5. By districts the percentages for all classes 
of equipment were as follows: Eastern, 60.5; Allegheny, 78.1; 
Pocahontas, 68.5; Southern, 67.1; Western, 74.9; all dis- 
tricts, 70.6. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of April 15, showed the 
following: Eastern district, 96.9 as against 96 a year ago; 
Allegheny, 103.8 as against 106.5 a year ago; Pocahontas, 83.8 
as against 87.2 a yeear ago; Southern, 101.2 as against 99.8 a year 
ago; Western, 97.1 as against 95.9 a year ago; all districts, 98.4 
as against 98.2 a year ago; Canadian roads, 91.2 as against 
90.1 a year ago. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Young man, A-1 references, reliable, in- 
dustrious, good habits, thirty-six, married, two daughters, eighteen 
years’ experience in operating and traffic departments various rail- 
roads; always made good and making change because of limited pos- 
sibilities for advancement in present position. Now’s your chance 


age good man. Address Box 785, care TRAFFIC WORLD, Chi- 
0, 3 











POSITION WANTED—Traffic Manager, thoroughly experienced. 
Particularly in milling in transit. Address Box 777, care Traffic 
World, Chicago, Ill. 





POSITION WANTED—Experienced Traffic man desires to make 
connection with some concern as traffic manager. Good references. 
Address Box 781, care Traffic World, Chicago,’ III. 


FOR SALE—Large, well established Traffic Bureau for sate, com- 
Plete, large number of claims outstanding, every included; reasonable 
Price. Address Box 779, care Traffic World, Chicago, Il. 


DENVER, COLORADO a 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 
















“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, tne. 


DETROIT 


ea 


— | 
Kedney Warehouse Co. 
| 


Minneapolis—St. Paul Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


a. | 






GREAT LAKES WAREHOUSE CORPORATION 
HAMMOND, INDIANA 
General Merchandise, Furniture and Cold Storage 
IN THE CHICAGO SWITCHING DISTRICT 
Merchandise on Transit Billing Our Specialty 
Direct Connections with All Chicago Lines 







Merchandise Storage and Pool Car. 
Gogeet tency Distribution — »secarro 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 








AN OPPORTUNITY 


to Increase Your Income 


Hartman’s Freight Rate Publi- 
cations can be sold to shippers 
and manufacturers by men who 
have a knowledge of Freight 
Rates and Classifications. We 
are looking for representatives 
in the principal cities of the 
eastern and middle states. 


Liberal Commissions and Exclusive Territory 


W. J. HARTMAN, Publisher 


732 Federal Street, Chicago 











1212 


THE TRAFFIC WORLD 





Vol. XXXV, No. 19 


Transit Services and Privileges 
Sixth of a Series of Twelve Articles on This Subject Written for The Traffic World by 


G. Floyd Wilson, A. B., 


M. A., Instructor in Commerce and Transportation, 


University of Pennsylvania 
MILLING AND MALTING IN TRANSIT—PART II 


Bills of Lading Covering Transit Tonnage 


The bills of lading, tendered to the carriers to cover out- 
bound shipments of grain or grain products or mixtures thereof, 
are required, by the typical milling and malting tariff, to bear a 
written notation or a stamp imprint reading: “Accorded milling- 
in-trasit privilege at .......... ” or, “Accorded malting-in- 
transit privilege at .......... ;” as the case may be. 

The number assigned to each bill of lading by the carrier or 
by the inspection and weighing bureau administering the privi- 
lege must be shown on the face of the bill of lading and a copy 
of each bill of lading used to cover transit shipments must be 
transmitted to the inspection and weighing bureau or to the 
designated representative of the carrier so that the use of the 
privilege may be adequately policed. 

When mixed shipments are forwarded to offset quantities of 
inbound grain, a record must be kept of the kinds and amounts of 
the grain and grain products in each shipment so that the bills 
of lading and railroad billing covering both inbound and out- 
bound shipments may be matched and the transaction inspected 
by the representatives of the carrier or of the inspection bureau. 


Freight Billing 

The paid freight bills covering the movements of inbound 
shipments, or the manifests of the water carriers, if the ship- 
ments move into the mills or malt houses by boat, must be sur- 
rendered in duplicate to the inspection bureau in charge of 
policing the application of the privilege within the district in 
which the mills or malt houses are located. Ten days, exclusive 
of Sundays and full holidays, national, state, and municipal, after 
the shipments have been unloaded into the transit houses, are 
usually allowed for the recording of such inbound billing. As 
in the case of computing the time limit within which milling or 
malting processes must be completed, half holidays are not ex- 
cluded in calculating the ten days’ limit for the recording of bill- 
ing. When a legal holiday falls on Sunday, however, it is custom- 
ary to exclude the following Monday. ~ 

Failure on the part of the inbound carrier to present freight 
billing to the inspection and wéighing bureau to be recorded 
within the prescribed period of time, however, does not deprive 
the shipments of transit privileges if the failure is reported to 
the inspection and weighing bureau within ten days. It be 
hooves the proprietors of mills and malt houses, therefore, to 
assure themselves that the rail and water carriers handling the 
inbound shipments have been diligent in presenting their in- 
bound billing to the bureaus to be recorded. (1) Inbound car- 
riers are required, further, to issue freight bills covering transit 
shipments in duplicate. Across the faces of such billing must 
be stamped: 


CI IR, Siacideccncwcewescaeceeet Road, for 
(transit house.)”’ 


Shippers’ Certificates 


The users of milling or malting in transit privileges are re- 
quired to present to the representatives of the outbound carriers 
or to the inspection and. weighing bureaus, at the time the ship- 
ments of grain products are forwarded, inbound representative 
freight bills and shipping directions in duplicate to cover the 
amounts and kinds of grain products that are to be reforwarded. 
The documents presented must bear Shippers’ Certificates drawn 
up in the following form: 


SHIPPERS’ CERTIFICATE 


Tender is hereby made to the 
(outbound carrier) 


See eH e eee sere eee seeeeeeeeeeeeeeeeees 


OF ccosccdccccccccccvccccsccccoccccsccocecs (inbound 
carrier) freight bill, as listed above, for the purpose of securing re- 
shipping privilege and transit rate on the commodity covered thereby. 
is tender is made with a guarantee On...........sseeeeees part 
that such privilege may be granted in conformity with the rules of 
said railway, = published in its Freight Tariff Number............+. ‘ 


By Sh, CG  WOGMOSP i oocc cecvccees , Agent (if an agency tariff), which has 
been read and which............ are familiar. 


eeeeree COSHH HEE MESH EEEH OSES EET EEE EEE eee 


Signature of Shipper. 
Form No, 1. 

In case any excess of weight, as shown on the inbound Dill- 
ing, remains after the grain products are re-shipped, such excess 
is credited to the accounts of the proprietors of the mills and 
malt houses and may be applied, in accordance with the prin- 
ciples that have been described previously, against other re-ship- 
ments so that all inbound transit grain may ultimately be ac- 


(1)—See Rules Governing Milling and Malting in Transit Privi- 
leges at Chicago District Stop-Over Points, I. C. C. No. 1555, Freight 
Tariff 327A, C. F. A. Tariff Bureau, B. T. Jones, Agent, Rule No. 30. 


counted for either by outbound shipments of grain products or 
mixtures of grain and grain products or accounted for as dis- 
posed of locally or lost as an inevitable result of the milling or 
malting processes. 
i _Carriers’ Way-Bills 

The carriers’ way-bills covering outward shipments of grain 
products or mixed shipments of grain and grain products from 
the milling or malting points must clearly and completely de- 
scribe the goods and give the full inbound billing references to 


‘identify the grain from which the outbound products, of mixtures 


of grain and products, are the results. 

A typical milling and malting in transit tariff provides that 
the following inbilling references must be given. 

1. Original point of shipment of the grain. 

2. Date of original waybill. 
wn The rate from the point of origin to the milling or malting 

Each outbound waybill is required to bear the written or 
stamped notation: “Milled in transit,” or “Malted in transit,” as 
the case may be, and must bear, in addition, the number that has 
been assigned to the transaction by the inspection and weighing 
bureau that has jurisdiction in the matter. The duties of a 


typical weighing and inspection bureau in this matter will be 
described later. 


Preservation of the Identity of Commodities 


It is clearly impossible always to preserve the identity of 
shipments of grain so that the contents of one particular car 
can be said in all cases to have produced a certain outward ship- 
ment of grain products. This fact is recognized by the carriers, 
the inspection and weighing bureaus, and Interstate Commerce 
Commission. However, the substitution of tonnage, but not of 
one for another commodity, is usually permitted, subject to 
limitations tending to prevent the impairment of the integrity of 
the through rate. The inbound freight bills that are surrendered 
to cancel outbound shipments of transit. goods must be repre- 
sentative of the same commodities as are actually shipped out- 
bound, except as substitutions may be specifically allowed. 
Freight bills of the inbound carriers covering inbound ship- 
ments of grain from which the grain products have been manu- 
factured, milled, or malted, may be applied against outbound 
shipments of the products or of the products and the grain in 
mixed carloads. Some typical departures from the. regulations 
restricting substitution are as follows: 


_ 1, Products of unlike—different kinds of grain—may be forwarded 
in mixed carloads, when the identity of eacn lot is preserved by ship- 
Ping the products in packages or when the lots are separated by 
bulkheads, against the inbound billing of any one kind of grain rep- 
resented in the mixed carload or entering into the mixture, provided 
careful records are kept by the millers and malsters of the amounts 
and kinds of grain and grain products on hand and forwarded. 

2. Different varieties of the same kind of grain, including transit 
and non-transit, or both, and different kinds of grain, transit, non- 
transit, or both, may be mixed or blended. An equal amount of the 
products of these grains may be forwarded against the inbound billing 
—_ covers any one kind of grain that enters into the blend or 
mixture. 

3. Outbound shipments that consist of mixtures of transit prod- 
ucts that are included in the list of products eligible to receive 
transit Fyne under the milling and malting transit tariff gov- 
— e movement—and non-transit products of the commodities 
specified—may be shipped outwards in 
wheat and puffed corn, 
transit tonnages have 


the same cars with puffed 
rovided the identities of the transit and non- 
een preserved. The transit rates, carloads, 
that are applicable on the transit portions of the shipments, as shown 
by the inbound billing surrendered, and the local carload rates, from 
the milling or malting points to the destinations of the shipments on 
the non-transit portions of the shipments, are applied respectively 
to each portion of the shipments. The minimum weight applied to 
each carload is the highest carload minimum weight that — to 
any kind of grain product in the car. Actual weights, of course, 
govern if more than the carload minima are loaded into the cars. If 
the entire weight of the contents of any car, containing both transit 
and non-transit tonnage, is less than the carload minimum provided, 
the deficiency in weight is added to the non-transit portion of the 


contents. 

Mixed shipments containing grain and grain products, transit 
and non-transit or both, eligible to receive milling or malting 
privileges, that are mixed or blended with amounts not exceed- - 
ing twenty per cent of other commodities—salt, soda and other 
similar materials—which are essentially non-transit commodities, 
may be forwarded against the inbound transit billing for any 
commodity entering into the mixture or the blend. It is required 
that the total weight of the outbound shipment, including the 
grain products and blending commodities, may not exceed the 
weight of the inbound transit commodities. The local carload 
rates that are applicable to the outbound commodities or mix- 
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A Splendid Port 


into a 


Wonderful Region 


A OS ee We Sg ren ees 
i it i lt: ai i ac de aA. 


Los An geles 
ARBOR 


Look at Los Angeles purely from the stand- 
point of the navigator—its deep broad chan- 
nels, miles of dockage, modern loading and 
unloading facilities, copious warehousing, and 
convenient rail connections. 


You will find that it measures up fully to the 
standards of the greatest world ports. 


Then raise your eyes. Look beyond the water- 
line. If you have the vision and the penetra- 
tion which make great world traders, you will 
recognize a back-country with the most mar- 


velous possibilities of any region in the United 
States. 


Proof of that brings you back to the harbor 
itself. It has grown 1700% in a quarter of a 
century—from a jog in the coastline to the 
second largest port in the United States. 


Nothing can be more obvious than the advisa- 
bility of getting a foothold in this wonderful 
commercial center now, 


Write us for “‘The Port of Los Angeles’’ 
a booklet full of valuable facts 


Board of Harbor Commissioners 


City of Los Angeles 
“Port of the Pacific Southwest” 


Learn More About 


HOUSTON 


The Port of Houston 


We have compiled into pleasing form 
the salient details concerning The Port 
of Houston — details which every ship- 
per, No Matter Where You Ship From 
should know. 


It tells you of the vast markets of the 
Southwest, of the distinct advantages of 
PORT HOUSTON as a deliver and dis- 
tribution point. It tells you all about 
the tariffs in existence on the PUBLIC 
WHARVES OF PORT HOUSTON. 


Send for this illustrated magazine 
“PORT HOUSTON,” the official organ 
of the Port Commission, it is free of 
charge and we will include with it 
“HOUSTON FREIGHT RATE BOOK 
NUMBER ONE,” containing the first 
four class rates to Texas Common Points 
and to points in Louisiana, Oklahoma, 
Arkansas, Arizona, New Mexico and 
Colorado. Houston is the logical center 
from which to distribute your merchan- 
dise to the Southwest — Thousands of 
square feet of fire proof storage is avail- 
able—a shipside warehouse with large 
capacity. Low switching charges — 
Seventeen Railroads each with an effi- 
cient package car schedule, ample mod- 
ern dock facilities. Address 


THE DIRECTOR OF THE PORT 


5th Floor Courthouse §_ Houston, Texas 
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tures from the transit points to ultimate destinations are charged 
for any excess tonnage contained in such shipments. Outbound 
shipments that contain more than twenty per cent of non-transit 
commodities that are not included in the list of grain and grain 
products in the rules extending the milling and malting privi- 
leges, may not be forwarded under transit arrangements. Such 
shipments are moved at the full.local rates from points of origin 
to the transit points and from the transit points to the destina- 
tions of the shipments. 

Outbound shipments consisting of mixtures of grain and 
grain products in the same cars are rated at: 


1. The through rates that are applicable on the grain that is 
milled or malted from the points of origin to final destination, if such 
rates are in effect via the transit points, or, when no such through 
rates are specifically provided for, at..............6. 

2. The through rates on the grain products that result from the 
milling or malting processes from the points of origin of the grain 
to the final destinations of the grain products, via the transit points, 
or, in the absence of such through rates, at 


eeeeeeeeeese 


. The combinations of rates on grain to the transit points or 
intermediate basing points and the rates on grain products from the 
transit or basing points to destinations that are in effect at the time 
the grain originates. 

Which rate is to be applied to any shipment is determined 
at the time the mixture is reforwarded from the transit point by 
the representative inbound billing that is matched against the 
outbound shipment. The carload minimum that is applied to 
such shipments is the highest mimimum that is applicable to 
any grain product in the car unless the tonnage of grain that is 
subject to a higher carload minimum than 40,000 pounds exceeds 
the tonnage of grain products. In such case, the highest mini- 
mum that is applicable.to any kind of grain included in the mix- 
ture is applied. 

Outbound shipments from transit points consisting of transit 
tonnage only in amounts less than the prescribed carload minima 
are specially rated. The deficiences or weight are treated as 
non-transit tonnage and rated as such. ; 


Transfers 


Grain and grain products may be transferred from one mill, 
malt-house or elevator to another without losing the status of 
transit commodities. When grain is transferred at a milling or 
malting point from an elevator to a mill that is not a part of the 
same plant, or when grain products are transferred from one mill 
or malt house to another, not parts of the same plant facilities, 
the railroad freight bills or water carriers’ manifests covering 
the commodities must bear endorsements recording the facts 
concerning the transfers. The billing and endorsements are 
usually required to be recorded with the weighing and inspection 
bureau having jurisdiction in the matter. 

Charges for the transportation of commodities from one 
transit house to another are assessed in addition to the through 
rates covering the movements. Such shipments usually move 
within the switching limits at the transit points at switching 
rates. 

Policing the Transit Privilege 


At the great transit centers, weighing and inspection bureaus 
police the use of the milling and malting in transit privileges and 
apply the rules and regulations that have been promulgated by 
the carriers and by the Interstate Commerce Commission. These 
bureaus are the official representatives of the carriers and are 
maintained by associations of carriers to attend to the highly 
technical matters concerning transit arrangements. Among the 
foremost bureaus of this type in the United States is Central 
Inspection and Weighing Bureau at Chicago, which administers 
the transit arrangements at Chicago District stop-off points. The 
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duties of this organization may be regarded as typical of the 
policing arrangements that are provided to administer transit 
tariffs for the carriers and the users of the privileges. 

The Central Inspection and Weighing Bureau has the right 
of access at all times to the mills and malt houses operated by 
the users of the milling and malting-in-transit privileges and to 
the records of such concerns, so that the grain and grain prod- 
ucts on hand may be checked and the freight bills covering the 
goods inspected. These rights of access and inspection are 
granted by the tariff publishing the rules and regulations gover- 
ing the transit privileges and must be accepted by the users as 
conditions precedent to receiving the privileges. The bureau is 
charged with the duty of cancelling freight bills for like kinds of 
grain in excess of the grain and grain products in the mills or 
malt houses. This process of cancellation of billing has been 
discussed more fully before. A book record of all inbound rail- 
road freight bills and water carrier manifests, numbered con- 
secutively, is kept by the bureau. The duplicate copies of the 
bills and manifests are retained by the bureau, the originals 
being returned, as soon as the record has been made, to the 
shippers or consignees. If it is necessary for millers or maltsters 
to retain possession parmanently of the original bills or mani- 
fests, notice to this effect must be given to the Central Inspection 
and Weighing Bureau at the time the billing is presented to be 
recorded. These bills are then stamped by representatives of the 
bureau: “Cancelled, not good for further milling or malting pur- 
poses.” 

After they have been stamped with this legend, the original 
bills are returned to the millers or maltsters and the duplicates 
retained by the Bureau as permanent records. The origin point 
bills of lading or receipts may be presented by the users of the 
transit privileges to the bureau to be stamped with the same 
serial numbers as are stamped upon the duplicate freight bills 
that are retained by the bueau. In this way, the proprietors of 
transit houses may have documents with which to identify the 
duplicate bills when the shipments of products are forwarded. 
These stamped origin point bills of lading or receipts serve the 
same purpose as original freight bills or manifests for outward 
waybilling authorities. Only the original paid freight bills or 
manifests may, however, be used to support claims for refund or 
for the adjustment of freight charges. The bureau approves the 
original freight bills for refund, if any is due, upon receiving 
advice of forwarding by the outbound carrier. 

The bureau is charged with the responsibility of inserting 
upon the shipping directions and upon the original and duplicate 
copies of inbound freight bills and boat manifests the through 
rate, division, proportional or reshipping rates, whichever may 
be applicable. On the shipping directions, notations are 
stamped: “Shipments authorized as indicated hereon.” 

The original and duplicate inbound freight bills and mani- 
fests are stamped with the notation: 

**Reconsigned to 


eee eee ee eee eee ee eee eee eee eee ee ee 


eee eee eee eee ee ee 


The Central Inspection and Weighing ately i trans- 
mits the original shipping directions and the shipper’s certificate, 
described above, to the outbound carrier, retaining in its files the 
duplicate shipping directions and certificates, in each case, to- 
gether with the duplicate inbound carriers’ freight bills. 

In its work of policing and administering the transit privi- 
leges, the Central Inspection and Weighing Bureau acts as the 
representative of all the carriers of the Central Freight Associa- 


tion that are parties to the transit tariffs published by the 
C. F. A. Tariff Bureau. 


The Open Forum 


A wane for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





THE HOCH-SMITH RESOLUTION 


Editor The Traffic World: 


I can conceive of no legislation as destructive, in its de- 
sign, as that embodied in the Commission’s Docket No. 17000, 
identified as the Hoch-Smith resolution, directing the Commission 
to bring about a thorough investigation of all rate structures 
throughout this country, with a view to establishing reduced 
rates to meet more adequately commercial demand. 

Apparently, Congress has, at large, failed to recognize the 
many technicalities that are now being met with, daily, by the 
Commission in the ordinary treatment given to related rate 
structures, when that body of men sanctioned a resolution call- 
ing for an universal investigation of rate constructions—an un- 
dertaking which, for successful fulfillment, would require knowl- 


edge far superior to that which could possibly be furnished by 
any rate source, and ultimately that of legislative power. 

Sound reasoning, when thought of in connection with the 
asset, “efficiency,” has made it obligatory, during the present 
progressive days, to employ those men whom we belicve more 
capable of bringing about the desired result. Doubtless our 
sense of employment would be greatly influenced by the nature 
of the enterprise at hand. Surely, we would not be prompted 
in employing traffic experts to assist us in determining what our 
net profits were over a given period, and to counsel us as to 
future undertakings relating to the financial condition of our 
business at large; rather, we would secure the services of public 
accountants, who have given their entire time to mastering this 
profession alone; then why should the people of these great 


United States allow political rate-making to eke into the sub- 
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American __ 
Oeisscle Em Die. 





Joint Service with 


HOULDER, WEIR & BOYD 
Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


















From From From 

Baltimore New York Savannah 
PETER KERR........... May 9 May 13 
MONTICELLO ........... May 19 May 23 May 27 
oo!) June 2 June 6 June 10 
TERT | 66 cvevccescves June 16 June 20 June 24 
MONTPELIER .......... June 30 July 4 July 8 
IPSWICH .nccccccccccccs July 14 July 18 July 22 
PRSEEES § sccccccvcecvoves July 28 Aug. 1 Aug. 5 
aaa Aug. 11 Aug. 15 Aug. 19 
PETER KERR........... Aug. 25 Aug. 29 Sept. 2 





















Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn,-N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 

Los Angeles Harbor without transfer charge, also to all ports of 

President Grant—One of the five sister ships—showing cargo roy en California, Oregon, Washington, British Columbia, Alaska and the 
especially designed for rapid handling from lighters on both si Far East. 


SEATTLE TO THE ORIENT Joint Seo with 





HAMBURG-AMERICAN LINE 
A fast Trans-Pacific ae oe passenger service canes Wanies Go ume 
i ee ee 
Puget Sound and Yokohama, Kobe SHMOUNT CLAY -.vcMay  SHtAUBERE BAULIN..-Jone 1 
xxtCLEVELAND ....... ay xx*RELIANCE ........ une 
- Shanghai, Hong mane and Manila Icabin and ‘Thind Clee, Fameneers. Pie, Second ‘Third 
le n eenstown). 
n — oe — nthe aoe over Southampton. Loading Pier 86, North River, Foot of West 4éth St. 
? . 
e 7 PHILADELPHIA TO BREMEN AND HAMBURG 
Yokohama, Kobe, Shanghai, Hong Kong, Manila IKALA (via Baltimore and Hampton Roads).............. May 13 
LEGIE (via Baltimore and Hampton Roads)............... May 27 
*PRESIDENT JACKSON ............cccccccces May 15 SUDBURY (via Baltimore and Hampton Roads)........... June 9 
caer po eeeeneereereeeeeeeeesee — 27 BALTIMORE TO BREMEN AND HAMBURG 
caer aa Rte eeresnenesa ewes j une 8 IKALA (via Hampton Roads)...........sssecceescceeeees May 20 
eee rere reer eeeeseeseee une 20 LEGIE (via Hampton Roads)...........cccecccscceceeeeesdume 3 
“PRESDeNe MADISON............ vie ole ewral July 2 SUDBURY (via Hampton Roads)..........sscscessceecees June 16 
epee wade ‘ NORFOLK AND NEWPORT NEWS TO BREMEN 
Direct Freighter Service AND HAMBURG 
TO | TT AD EEN. hn wih AR hE A May 23 
. e ‘ P 0 Ee a er re re ee ee er ee June 6 
Japan, Shanghai, Dairen, Taku Bar, Tientsin SUDBURY ........- . Cee o mere ree eseseseeereseseeseseseses June 19 
NEW ORLEANS TO BREMEN AND HAMBURG 
WHEATLAND MONTANA.................5. -May 15 
itis nies Sinn ks oeadhoheunineill June 5 SORE ersrvepnercaverennesrsoterey ert sea nT ane ane 
beatae edviewkssuteedsantwesedevennn June 10 ALSO yore a. ao et bat PACIFIC 
- . 7, THE EAN PORTS 
Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 


Through bills of lading via Hamburg te LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 










FOR RATES, SPACE AND OTHER INFORMATION APPLY 
Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phon Randolph 7739. 
New York—32 Broad cme Phone Broad 0580. 
Boston—177 State Stree 
Philadelphia—101 Seeee Building. 
Detroit—1714 Dime Bank Building 
San Francisco—Robert Dollar Building. 
Les Angeles—626 South Spring Street. 




















Portland—101 Third Street, Corner Stark. CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
Seattle—1519 Railroad Avenue, South BRANCH OFFICES: 

‘ PITTOBUNGE. .ccccvccccccccceseccesces 4128 Jenkins Arcade Bldg. 

L. L. BATES, General Freight Agent, Seattle, Wash. SYRACUBE ......cccccccsccce pipet ae phe 3. 201 Mitchell Bidg. 


~ MR. 95.06.0508 0 000 dieses vibeseecheswoewebed --..John M. Born 
eles te Abel ; BALTIMORE.......... judesudeoues “Dichmann, weit & Pugh, Inc. 
, ,_ rr eccccceseecesCe HM. Sprague & Son 

TA BIG. cccccceccccdcesec veebalaaes Los 


Olulsetel Mail Line NORF QRLEANS.200000000 Ilha” Maree &e 





PHILADELPHIA < cccccccccvceccece Dichmann, Wright & Pugh, Inc. 

Operated for Sanrio 

- ° ° ee I sa 6'0:0:0:0:0-00 5 vs0cserscdeced = & Christensen 

GA VAs ccoccccvccecsen iter telteseara eee M. J. H & Ce. 

United States Shipping Board SAVANNAH .-0.0.0cccsssscen SIMD, Hogan de Go, 


by Admiral Oriental Line, Managing Operators 
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stance of our now well organized Commission, one of which 
could hardly be improved on under the prevailing circumstances, 
and ultimately destroy the object for which it was instituted, 
by undertaking a reconstruction of all rates of the country, the 
most of which are, at present, either adequately adapted to the 
daily flow of traffic, or otherwise being treated with that purpose 
of mind? 

I believe the Commission, under the transportation act of 
1920, is sufficiently equipped, with its technical training and 
practical experience, to handle rate matters intelligently and 
conducively to the furtherance of this country’s prosperity, and 
I further believe that this power should be maintained by the 
Commission proper, for it is plainly evident that there are no 
other sources that have acquired more practical rate-making 
experience than the Commission, which has been in personal 
contact daily with both the representatives of the carriers, on 
the one hand, and the shippers, on the other. 

In concluding, be it resolved, that the Hoch-Smith resolution 
evidences a contemplation of vital changes in our present trans- 
portation law, thereby reflecting bad legislation, and encourages 
the writer to wish for its early repeal. 


New Orleans, La., May 5, 1925. B. C. Alfred. 


CO-OPERATIVE RATE-MAKING 


Editor The Traffic World: 

I note your editorial of May 2 inviting readers to discuss 
the co-operative rate-making plan advanced tentatively by C. E. 
Childe of Omaha. 

Well, I’m ag’in’ it. Co-operation means the promotion of 
efficiency and the elimination of waste. Now, waste and ineffi- 
ciency form the foundations on which our pet national] institu- 
tions have been reared. These institutions depend for their very 
existence on the continuance of waste and inefficiency; and any 
man who proposes to strive for efficiency and the elimination 
of waste is disloyal to our most cherished institutions—labor 
unionism and competitive (non-co-operative) industry. Take 
away inefficiency and waste and these two apples of the nation’s 
eye must wither and rot and dry up. Loyalty demands that I 
protest, and I do protest most vigorously against any attempt 
to undermine the nation’s pets, dearer than the Constitution 
itself, by introducing economy and efficiency disguised under the 
name of co-operation. 

This protest, you will understand, is an attempt to make 
amends for some of my own sins, for I have sinned greatly 
against waste and inefficiency by advocating economy and effi- 
ciency in the field of transportation as a national whole. But 
I repent, and this is the sign of my repentance. I have come 
back into the fold of true Americanism, of labor unionism, of 
competitive industry lacking co-operation, of waste, and of in- 
efficiency. I came back into the fold because it is warmer on 
— inside. I got cold roaming about on the outside all by my- 
self. 

By all the rules and rhymes, if there be rhymes, of reason, 
Mr. Childe is right—perfectly right. Tentatively, his plan ac- 
cords with the true logic of our situation. But he overlooks 
the dear people, described by Hegel as “those who know not 
what they want.” True, they know not what they want, but 
they do know what they don’t want, and among the things not 
wanted are economy and efficiency. And co-operation means 
the things not wanted. I, therefore, take the liberty to advise 
Mr. Childe to get back in the ranks with the multitude lest they 
cast stones at him, spit upon him, and trample him under foot. 
If he had come along a week sooner he would not have been 
standing out there in the cold all alone; I would have been 
there to keep him company. But I have repented and advise 
him to do likewise, and quickly. No more of the frigid atmos- 
phere for me. I am for giving the dear people what they want 
and not what they ought to have. 

Let efficiency and economy take care of themselves. To 
H—— with co-operation. Waste and inefficiency are what we 
want so as to nourish their Siamese offspring—labor unionism 
and competitive (non-co-operative) industry. So strong am I 
in the belief that the people should have what they want that 
I am ready to advocate suspension of the free-speech laws 
against Mr. Childe and all others who may come along preaching 
economy, efficiency, and co-operation. I think they ought to be 
dealt with pretty much as those who are advocating violent 
overthrow of the Constitution. The offense here is even worse. 
Some of our prized institutions might survive the Constitution, 
but they cannot possibly survive when wasteful competition and 
inefficient labor are no more. So, you see, Mr. Childe is a 
good deal worse than the anarchist. If he fails to repent within 
twenty-four hours after reading this I hédpe somebody will have 
him taken into custody. His ravings about co-operation and 
economy of effort toward given ends should not be permitted 
to poison the public mind. 

I’m glad I repented before he came along with this enticing 
proposition. I might have been tempted to stay out in the cold 
with him. 

G. L. Tillery, Traffic Manager, 
Cherry River Boom and Lumber Company. 
Philadelphia, Pa., May 5, 1925. 
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In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions a practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Questions and Answers 


% 





Transit Privileges—Absorbtion of Switching Charges Where 


Transit Afforded on Connection of Inbound Road Haul 
Carrier 


Washington.—Question: The X Railroad moves a car from 
A to B. to be switched to D, which represents plant of milling 
in transit operator. The car is switched by the Z Railroad, who 
makes a charge against the X Railroad for that service and the 
X Railroad in turn charges the transit house with that amount. 


The shipment is milled in transit and moves out again via 
the Z Railroad to be delivered to the X Railroad at B and another 
charge for switching is made. The X Railroad then hauls car 
to destination C. In addition to the switching charge there is 
a charge for the milling in transit privilege of 2 cents at B. 
The X Railroad also has working arrangements and publishes a 
through rate from A to C in connection with the Y_Railroad at B. 


It is our understanding that a milled in transit shipment is 
considered as a through shipment from original point of origin to 
final destination and that if the shipment is competitive from A 
to C the stop. over for milling in transit at B and D does not 
destroy the fact and that the switching charge assessed by the 
Z Railroad should be absorbed by the X Railroad, provided its 
tariffs specifically state that it will absorb switching charges on 
competitive traffic. 


Answer:..It is our opinion that the absorption of the switch- 
ing charges of Z Railroad by the X Railroad, which absorption is 
a prerequisite to the granting of milling in transit at D, the 
transit house, must be provided for in the transit tariff of X 
Railroad, in order that the transit may be availed of at the 
transit house, D, on shipments moving into point B via X Rail- 
road, and that the provisions of the general switching or absorp- 
tion tariffs of X Railroad, unless by cross reference in the transit 
tariff of that carrier made, in effect, a part thereof, do not gov- 
ern. See Board of Trade of the City of Detroit vs. Wabash Ry. 
Co., 20 Ee. €.. 71T. 


Carload Minimum Weight on Shipments in Tank Cars 


Illinois—Question: In the past few months we have had a 
large number of shipments of petroleum fuel oil, which it seems, 
the refinery on loading, would specify on the bill of lading that 
the car was shell full, and so many gallons in the dome. This is 
caused by such refinery loading at a very high temperature, 
and when such oil has cooled to 60 degrees, the car would only 
contain the shell capacity. — 


However, based on information shown on the bill of lading, 
the railroads have in all cases, charged us for the quantity as 
contained in the dome. I am, therefore, anxious of knowing if 
any case has been decided; which would permit us to secure a 
refund from the railroad: 


Answer: Section 2 of Rule 35 of the Consolidated Classifica- 
tion provides: 


Unless otherwise provided, the minimum weight on shipments in 
tank cars shall be computed on the full shell capacity of the tank (see 
Section 5), except as provided in Section 4. But tank cars must not 
be loaded beyond weight carrying capacity, and if the freight loaded 
in a tank car is of such weight per gallon that the weight computed 
on the shall gallonage capacity of the tank is in excess of the weight 


carrying capacity of the tank car, the weight carryi capacity of 
tank car will be the carload minimum The shelf allonage 


: & 
capacity of tank cars referred- lh é does not include the 
capacity of the dome, if the lading exté “into the dome the com- 
puted weight of the quantity in the dome must be added by the 
shipper to the weight computed upon the shell capacity and the total 
weight of the load thus computed must be given by the shipper. 


In Western Petroleum Refiners’ Association vs. St. L-S. F. 
Railway Company, 83 I. C. C. 702, the provisions of Section 2 of 
Rule 35 of the Classification were alleged to be unjust and un- 
reasonable and the Commission was asked to require the cal- 
riers to cancel this section and in lieu thereof to publish and 
put in force a rule with respect to such commodities, providing 
that freight charges thereon be assessed upon the net gallon 
contents of the tank upon estimates to be made upon a basis 
of 60 degrees Farenheit of its contents. The Commission held 
that the provisions of Section 2 of Rule 35 were not unjust and 
unreasonable and stated that if the assumed weight per gallon 
does not result in a correct estimated weight per car because 
of the variations in temperature, any desirable correction should 
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AMARILLO, TEXAS 
Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 






| (Lowest Insurance Rates in Southwest) 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





Trucking — Distributing 
Forwarding 


LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth St. DETROIT 


FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Coggins, Fireproof, Low Insurance. General Merchandise Storage. 
Private Track Nickel Plate R.R. Pool Car Distribution. 
Write Us Your Requirements. 


UNION 
TRUCKING 
COMPANY 





OF a LOT NET®) 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 












ond Penneyivena From the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have corr aie great buying- = ta 
by Erie—Lackawanna—Pennsylvania—Lehigh Valley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 





BUILDS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


PHILADELPHIA, PA. 






Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 
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Traffic Manager 
Boosts Salary 900% 


“Within three months after enrolling for La Salle training in Traffic 


Management,” writes S. G. Ritchie, a Missouri man, “I was able to step into 
a better position at 30% increase. By working during some of my spare 
time I very easily completed the course, and you can judge of its benefits 
when I tell you that my present salary is 900% higher than when I enrolled, 
and I can honestly credit La Salle training with most of this. I could not 
possibly have secured or held my present position without the training I 
received from my course in Traffic Management.” 

Are you—like Ritchie—following a well-organized plan to double—triple 
—quadruple your salary? Or are you relying for advancement upon day- 
to-day experience? La Salle offers a sound and practical salary-doubling 
plan which has added millions and millions of dollars to the earning power 
of its members. 


La Salle home-study training in Traffic Management is under the direc- 
tion of a Traffic Advisory Council composed of 150 prominent traffic men, 
headed by C. O. Frisbie, former Traffic Manager of Armour & Company, 
former president of the [Illinois Tunnel Company, former president of the 
Cornell Wood Products Company. 


Resident evening classes, if you prefer. 


A postcard or telephone call will bring you an interesting and valuable 
booklet outlining opportunities in the traffic field. Ask for it TODAY. 


LASALLE EXTENSION UNIVERSITY 


The Largest Business Training Institution in the World 


CHICAGO 


SOUTH BEND, 
WARNER WAREHOUSE CO. 


Merenanaise Storage and Dis tribution 


IND. 





ALBANY, WW. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker. Mgr. 





GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


te Construction. 
pe. 7 Fireproof. Sprinkler Risk. 
Lowest Warehouse Insurance Rate in State. 


Track Capacity, 25 Cars. 
Latest and Best Equipment for Handling. 


General Merchandise Storage 















Nego 







Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 
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be through a change in the assumed weight per gallon rather 

than in the manner proposed by the complainant. 

Reconsignment—Liability of Initial Carrier for Loss of or Dam- 
age to Goods on Connecting Carrier Where Instructions 

Given After Arrival at Original Destination 

New York.—Question: We had a shipment of goods made 
from a point in the state of North Dakota on A Carrier, con- 
signed to Buffalo, N. Y., routed via lake from Duluth, Minn., via 
B carrier, which was offered for delivery to the consignee At 
Buffalo, N. Y., by B carrier, but not accepted, and ultimtately 
reconsigned within the free time period of forty-eight hours 
to a destination in the state of Pennsylvania via rail from Buf- 
falo, N. Y., via C carrier. 

This shipment arrived at final destination on C carrier in 
a badly damaged condition, and it becomes necessary for us to 
institute suit to recover the loss sustained on account of the 
said condition. 

B carrier contends that the shipment was in good condition 
when it was unloaded on their docks at Buffalo, N. Y., and when 
offered for delivery to the consignee at that point, and when 
it was delivered to C carrier for forwarding to the final destina- 
tion. This contention is disputed by C carrier. 

Under these circumstances, will you please say if we can 
legally hold the initial carrier, A, for the entire loss, some or all 
of which may have been caused by the negligence of carriers B 
and C, or does the reconsignment under the joint through rate 
from point of origin to final destination, which is permitted under 
the general rule published in the tariffs of carriers A and B, and 
an exchange bill of lading issued for the one issued by the initial 
the carrier A, excuse it from liability of carriers B and C 
and require us to look to either of the latter for legal redress? 

Answer: The decisions of the courts are not uniform in their 
holdings as to the liability of the initial carrier for damage occur- 
ing on the line of a connecting carrier where reconsigning in- 
structions are given after arrival of the shipments at the orig- 
inal point of destination. See Produce Trading Co. vs. Norfolk- 
Southern R. Co., 100 S. E. 316; Gamble-Robinson Commission Co. 
vs. Union Pacific R. Co., 104 N. E. 666; L. Starks Co. vs. Mich. 
Cent. R. Co., 207 Ill. All. 333; Lanski vs. C. & N. W., 181 Ill. App. 
565; Warley Trust & Produce Co. vs. L. & N., 84 Sou. 311. In 
these cases it was held that the initial carrier was liable under 
the Carmack Amendment. In the case last referred to it was 
held that where a shipment of sweet potatoes was still in the 
possession of the carrier and delivery had not been made, the 
party to whom offered having refused to accept, an agreement 


between the carrier and plaintiff commission firm to which the- 


bill of lading had been assigned, for transportation to another 
point, is merely a modification of the original contract, and hence 
where the original contract was interstate and the agreement 
was made with the initial carrier, such initial carrier remains 
liable under the Carmack amendment for the negligence of the 
connecting carrier; no new contract having been made. To the 
contrary, however, see Taylor vs. Central of Georgia Ry. Co., 
121 S. E. 348; Jennings Automatic Dump Body, Inc., vs. Virginia 
Ry. Co., 119 S. E. 147; Deatwyler vs. O. R. & N. Co., 176 Iii. 
App. 597. 
Proof of Injury to Goods 


Ohio.—Question: Please give us the benefit of your views 
with regard to the liability of the express company in the follow- 
ing matter? , 

Our company has branches at different points in the United 
States to which is shipped in carload quantities our product 
and from which distribution is made to the retail trade by less 
than carload freight, express and parcel post shipment. 

Recently a small express shipment was made from one of 
our Texas branches to a point in Texas. The Express company 
gave our representative at the warehouse a clear receipt and the 
clear receipt was signed by the consignee upon delivery. Upon 
opening the contained within a very short time after the de- 
livery the article was found to be damaged; in other words, 
this is a case of concealed damage. Payment (which is too 
small to justify a suit) has been refused by the express com- 
pany, who have told us that it is their custom to refuse settle- 
ment for claims of concealed damage where the shipment was 
made in the first instance from the point of manufacture to the 
point of distribution by freight. 

If they are justified in this position it would seem to us 
that great numbers of small claims would be lost by shippers 
_ and distributors as many goods are first shipped by freight, as 

was this. 

Answer: It is usual to insert in a bill of lading recitals to 
the effect that the goods were received in good condition or in 
apparently good condition. 
strument as a receipt. Even without any statement on the 
subject it is presumed, if no memorandum is made on the bill 
of lading to the effect that the goods are not in good condition, 
that so far as observable by inspection without opening the 
boxes, packages, or bundles in which the goods are shipped they 
were in good order. If the statement is that the goods are appar- 
ently in good condition, it is of course open to the carrier to 
show, as against a claim that the goods were damaged during 
transportation, that the damaged condition existed at the time 
of the receipt of the goods, but was not apparent on inspection. 
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This clause pertains to the in- 
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Such a statement relates only to external conditions, and does 
not make out even a prima facie case against the carrier with 


reference to damage not thus apparent. But the recital of good . 


condition or apparently good condition does not make out a 
prima facie case against the carrier that the goods were in 
apparently good condition so far as ordinary inspection without 
opening the packages would disclose. The burden of proof is 
on the carrier to show that the goods were not in such appar- 
ently good condition when received. The rule as generally stated 
is that the recital as to the condition of the goods is prima facie 
evidence only as to that fact, and the carrier may show the 
contrary. But a recital of good condition may be binding on the 
carrier when the bill was intended to be negotiated and is held 
up by a bona fide transferee for value. 

The above is a statement of the law relating to the effect of 
the recitals in the carriers bill of lading. The express receipt 
contains no recitals as to the condition of the goods when re- 
ceived by the carrier for transportation. This is a question of 
fact to be determined in each instance from the circumstances 
and conditions surrounding the handling of the goods. 

The mere fact that the goods received a former transporta- 
tion service does not in itself preclude a recovery against the 
express company for injury thereto, if the shipper can meet 
the burden of proof which is imposed by the law upon him, 
although the carrier may feel justified in refusing to make a 
voluntary settlement of such claims. 


As bearing upon the matter of proof see the decision in 
Shore vs. N. Y. N. H. & H. R. R. Co., 121 Atl. 345, in which case 
the court said: 


The appearance of the box when the defendant delivered it to the 
plaintiff and he in turn delivered it to the defendant and when it 
was received by the railroad in Philadelphia, indicated that it was 
“securely and tightly closed.’”” From this fact and the character of 
the package the court would have been justified in concluding that 
the box when delivered to the defendant by the plaintiff was in the 
same condition as when delivered by Sweet, Orr & Co. to the rail- 
road in Philadelphia. It was therefore necessary for the plaintiff, 
since he had no means of proving the contents of the box at the 
time of delivery to the defendant, to have shown its contents at the 
time of delivery to the railroad at Philadelphia. No facts are found 
by the trial court as to the contents of this box at the time of the 
delivery of the box to the defendant, or its delivery to the railroad 
at Philadelphia, and no facts are found from which an inference 
might be drawn as to the contents of this box. Failing to prove 
the contents of the box when delivered to the defendant or to 
the railroad at Philadelphia, the plaintiff might have relied upon 
proof of the contents of the box when it left the possession 
of Sweet, Orr & Co., and supplemented this by proof that the 
condition of the box remained the same when it was delivered 
to the railroad at Philadelphia, and of the fact that thereafter its con- 
dition did not change. In either of these ways the plaintiff could 
have met its burden of proving the delivery of the goods to the de- 
fendant for whose loss he sues. Michellod vs. O. W. R. & Co., (Ore.) 
168 Pac. 620, 623; Cunnard Steamship Co. vs. Kelley, 115 Fed. 678 


d , 53 
Cc. C. A. 310; L. & N. Railroad vs. Echols (Ala.), 12 Sou. 304; Elliot on 
Railroads (3d Ed.) vol. 4, section 2125. 


See also John Deere Plow Co. vs. American Express Co., 203 
S. W. 488. 


Damages—Measure of 


Alabama.—Question: Will you kindly give me the correet 
ruling-on a loss and damage claim as follows: ; 

If the consignee is allowed discount and the same is shown 
on invoice, is the carrier liable for loss at_market value or actual 
invoice cost? Is there any ruling 4s tO a commodity fluctuating 
in cost, being paid for at market value on loss and damage 
claims, or at the price consignee would be compelled to pay to 


replace the loss and damage shipment regardless of invoice 
showing a discount? 


Answer: The rule for measuring the amount of the carrier’s 
liability for loss or of injury to goods in transit, as ordinarily 
stated, is that the owner is entitled to recover, in case-of injury 
thereto, the difference between the market value of the goods at 
point of destination at the time of arrival in the condition in 
which delivered, and their market value if they had been deliv- 
ered in good condition; and in case of loss thereof, the niarket 
value at point of destination at the time the goods should have 
arrived in the usual course of transportation, from which 
amount the freight charges, if unpaid, are to be deducted. With 
respect to the manner of arriving at this destination value see 
our answer to “Louisiana,” on page 374 of the February 9, 1924, 
Traffic World, under the caption “Damages—Measure of.” 


It is customary, however, in many instances, by reason of 
the difficulty of arriving at the destination value, to use the 
invoice price in measuring the carrier’s liability in a given in- 
stance. See in this connection our answers to “Massachusetts” 
on page 668 of the March 25, 1922, and “Idaho” on page 1194 of 
the May 19, 1923, Traffic World, under the caption “Damages— 


_ Measure of.” 


As to the deduction of trade and cases discounts where the 
invoice price is used, see our answer to “Missouri,” on page 282 
of the August 4, 1923, Traffic World. 


Liability of Switching and Road Haul Carrier for Loss of or 
Injury to Goods in Possession of Switching Carrier: 
New York.—Question: We refer you to Question and Answer 
‘to Illinois on page 580 of the February 28 issue of the Traffic 
World. The Liability of Switching and Road Haul Carrier for 
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Foreign Freight 
Forwarders miVeERVE 


Established 1884 FREIGHT SERVICE 

















D.C. ANDREWS & CO.,Inc. ff en" “te are zat me 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


International Mercantile Marine Company 
White Star Line American Line Red Star Line 
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loss of or injury to goods while in possession of switching 
carrier. 

. Your state in your answer referring to the last paragraph 
in your answer on page 124 of the Traffic World of January 10th, 
that unless the goods are received by the switching carrier as 
the initial carrier in a through interstate movement its liability 
would, we believe, be governed by the law relating to intrastate 
transportation, and not by that relating to interstate transporta- 
tion. In other words, the liability of a switching line for ldss 
occurring beyond its line is dependent upon the nature of the 
contract of shipment entered into between it and the shipper, 
that is, whether for a through interstate shipment or merely for 
a switch movement to its connection with the road haul carrier. 

We do not believe that you have given the information 
which Illinois is seeking. To our mind Illinois wants to know 
how the shipper is to know whether the shipment is received 
by the switching carrier as the initial carrier, or mereley for a 
swtch movement. Would the fact that the switch line were a 
party to the tariff naming the rate from point of origin to destina- 
tion make them the initial carrier in the through interstate move- 
ment, and this liability governed by the law relating to inter- 
state transportation, namely, Section 20 of the Interstate Com- 
merce Act, and would it be incumbent upon them to issue a bill 
of lading as the initial carrier instead of a switching receipt? 

Also, if a shipment arrives at destination with a loss or in 
a damaged condition and the shipment was delivered 4o the, 
switching line in good condition, how is the shipper or the con- 
signee to know who is liable for loss or damage? That is, did 
same occur between the time it was delivered to the switch line 
and the switch line delivered it to its connection with the road 
haul carrier, or did it gccur on the line of the road haul, and who 
is he to look to for settlement of his claim? 

Answer: As we stated in the answer to which you refer, the 
liability of a switching line for loss occuring beyond its line is 
dependent upon the nature of the contract of shipment entered 
into between it and the shipper, that is, whether or not there is a 
contract for a through shipment to a point beyond the terminus of 
its line. The cases to which we refer in this answer illustrate, in 
our opinion, the difference in these two relations between the 
switching line and a shipper. In the one instance the switching line 
contracts for a through movement to an interstate destination, in 
the other, it acts merely as the agent of the road haul carrier, 
no bill of lading contract being entered into between it and the’ 
shipper, the switching line, as the court stated in one of the 
cases (H. E. & W. T. vs. Houston Packing Co., 221 S. W. 316), 
not knowing the final destination of the shipment at the time it 
switched the car to the road haul carrier. 


Inasmuch as it has been held that the issuance of a bill of 
lading is not essential to the validity of a contract of shipment 
between a carrier and shipper, being evidence thereof only, not- 


withstanding the provisions of Section 20 of the Interstate Com-__ 


merce Act, the issuance of a bill of lading by the switc 

line is not an infallible test as to whether the switching line has 
entered into a contract for a through shipment. Likewise, ship- 
ments may and, we understand, actually do move on switching 
orders which, apparently, are contracts for through shipments. 
See in this connection, Evens & Howard Fire Brick Co. vs. 


Wabash, 26 I. C. C. 152. However, as a general rule, whether or’ 


not a through bill of lading to an interstate destination was 
issued by the switching line would be the test for determining 
the liability of the switching line under Section 20 of the Act, 


for loss of or damage to a shipment occurring on a connecting 
line. 


Likewise, the fact that the switching line was shown as an 
initial carrier in a tariff naming a through rate to the destination 
of the shipment, thereby obligating the switching line to issue a 
receipt or bill of lading, instead of acting, under the provisions 
of a tariff providing for the absorption of its charges by the road 
haul carrier, as the agent of the road haul carrier. (See Crown 
Cork & Seal Co. vs. Director General, 88 I. C. C. 305), would have 
a bearing on the matter. 

The determination of whether the switching line had entered 
into a contract for through carriage of the shipment to an inter- 
state destination would, under the provisions of Section 20 of the 
Act, obviate the necessity of determining upon what line the 
loss or damage occurred, provided that suit were brought against 
the switching line as the initial carrier in a through movement. 
If, however, suit were brought against one of the other carriers, 
the shipper would be required to prove, aided by the presump- 
tions referred to in the first paragraph of our answer to “Loui- 
siana,” on page 968 of the April 11, 1925, Traffic World, under 
the caption “Proof of Loss or Injury,” that the loss or damage 
occurred while in the possession of the carrier sued. 


Forwarding Agents—Liability of 


New York.—Question: We note your answer to “New York” 
on page 970 of the April 11 issue of The Traffic World under 
the caption “Forwarding Agents—Liability of,’ wherein you 
state that a forwarding agent who received goods for transit, 
issued bills of lading, makes contracts in his own name with a 
railroad company for carriage, is as to a person with whom he 
contracts for the delivery of goods, a common carrier and liable 
as such, quoting various court decisions. 
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We would like to have you advise us if we construe your 
answer properly by implying from it that forwarding companies, 
such as those operating consolidated cars, for an example, be- 
tween New York and Chicago, are considered as cOmmon Car- 
riers and liable as such under the various decisions quoted by 
you, that is, assuming a shipment was made from New York 
to Chicago via a consolidated car operator, and upon delivery 
to the consignee it was noted that there was a loss or damage 
to the consignment, and the carrier could prove that the ship- 
ment was delivered at destination to the representatives of the 
Consolidated Car Operators in good condition who, in so far as 
their bill of lading contract is concerned, are the consignees, 
and the consignee to whom the consolidated car operator is to 
make delivery noted the damage or shortage before accepting 
delivery, would the consolidated car operator be liable as a 
common carrier under such circumstances? 

Answer: In our opinion, a forwarding company, such as you 
refer to, could be held liable in the same manner as a rail car- 
rier for loss or for injury to goods while in its possession, or, 
rather, under its control at any time after receipt of the goods 
and delivery to the consignee at destination. 


In Heath vs. Judson Freight Forwarding Co., 190 Pac. 839, 
the court said: 


It seems that respondent undertook as a forwarder to transport 
appellant’s goods from New York to Los Angeles as part of a carload 
consigned to respondent’s distributing agent at Los Angeles, the ship- 
ment being handled in that way in order that respondent might obtain 
the benefit of the reduced rate which is made where goods are 
shipped in a carload lot instead of less-than-carload lots. We are 
inclined to the view that respondent’s liability is that of a common 
carrier. If goods are deposited with a forwarding agent merely as 
the initiatory step toward starting them in itinere, the forwarding 
agent having undertaken to do no more than to safely keep the goods 
and forward them when the opportunity offers itself, and being in 
nowise interested in their carriage after delivery to the carrier, such 
agent cannot be regarded as a common carrier; but where, as here, 
the forwarding agent undertakes to transport the property from its 
location in one city to another city, for through rates less than the 
published rates of the railroad company for breken lots, which it is 
entitled to do by accumulating property for the given destination 
until a car can be filled, which is billed to its distributing agent at 
the point of destination, such forwarding agent assumes, while hold- 
ing the property for accumulation, the liability of a common carrier. 
Judson Freight Forwarding Co. vs. D. L. & W., 163 Ill. App. 22; 
Ingram vs. Am. Forwarding Co., 146 Ill. App. 388, affirmed in 242 


Ill. 298, 89 N. E. 1021; Kettenhofen vs. Globe Transfer & Storage Co., 
127 Pac. 295. 


Follow Lot Shipments—Freight Loaded by Carrier Into Refrig- 
erator Equipment 

New York.—Question: We tendered to the carriers at 
North River, New York pier (where the carriers load all freight), 
a shipment of table sauce in glass, and canned fish, vegetables 
and fruit in tin and in glass, the total weight of which was 
59,790 pounds. 

Our bill of lading called for protection in a dry refrigerator 
car as a winter time precaution against freezing. As a conse: 
quence the carrier loaded 49,000 pounds in one refrigerator car 
and billed that portion of the shipment at the fifth class rate, 


while the balance was loaded in another car and the less-carload: 


rates were assessed. We were not told that the shipment could 
not be loaded in one car. 


We admit that rule 24 of Consolidated Freight Classification 


No. 3 would not permit us to pay for the load of the second car 
in this case, at the carload rate, if we loaded the freight our- 


selves, but when the carriers do the loading, who is to deter- : 


mine whether the carrier loaded the largest refrigerator car 
available to its utmost capacity? 

We contend that the entire shipment should be billed at 
the carload rate, and if this is not the case, we desire to know 
where the line would be drawn between the freight chargeable 
at the carload rate and that chargeable at the less-carload rate. 

May we have your opinion on the subject, please? 

Answer: So far as we can see, there is no provision for 
assessing freight charges on the overflow, where refrigerator 
car equipment is ordered, on the basis of the carload rate at 
actual weight, rule 24 of the classification, under which this 
basis is accorded, specifically excepting such shipments from 
its provisions. 

No doubt it is the carrier’s duty to utilize such equipment as 
will result in the lowest basis of charges, it having undertaken 
to load carload shipments, thereby depriving a shipper of the 
opportunity to order large sized equipment, provided that the 
applicable tariffs afford the shipper the option of ordering the 
size of equipment desired. 

Rule 24 was designed to meet the situation which would re- 
sult from the tender to the carrier of more freight than could 
be loaded in a single car and, therefore, in the absence of a 


tariff provision to the contrary, when a certain class of freight. 


is excluded from its provisions, charges on the overflow of such 
freight must be paid on the basis of the less-than-carload rate, 
regardless of the fact that the freight is loaded by the carrier. 
Minimum Weight—Basis for Charges Where Carrier Furnishes 
Larger Car Than Ordered 
Washington.—Question: On December 12, 1924, we shipped 


car of lumber from point “A” to point “B” on the same railroad 
in which rates, rules and regulations are provided for in S. J. 
Henry’s tariff 41-A, I. C. C. 108. A 36-foot car was ordered by 
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the shipper and would have been loaded to full visible capacity. 

Such notation was not made on bill of lading, but after receipt 

of car by consignee expense bill was presented charging the 

minimum on the car used. Upon receipt shipper furnished affi- 

davit to the fact that a 36-foot car could have been loaded to 

full visible capacity. This affidavit was presented to the local. 
agent at point “B” and he made correction of expense Dill, as- 

sessing charges on actual weight. The auditor of the deliv- 

ering line returned expense bill assessing charges on the mini- © 
mum weight of car used. 

Kindly advise if we are not entitled to charges to be assessed 
on actual weight or loaded full visible capacity of car ordered, 
also citing us to decision of the Interstate Commerce Commis- 
sion or Department of Public Works on this matter. 

Answer: The applicable provision of the tariff, to which 
you refer, is item 140. Under this item there is no requirement 
that the bill of lading bear a notation with respect to the fact . 


ordered. There is such a provision in item 110, but that item’ 
has no bearing upon the provisions of item 140, the applicable. 
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correct in assessing the minimum for the size of car used. We 
referred them to rule 15 of the Consolidated Classification, which 
specifies that the charges for an L. C. L. shipment shall not ex- 
ceed those on a minimum carload of same commodity. How- 
ever, no mention is made in a case of this kind, where two 
minimums apply, which is the correct minimum to govern. 

Also, what would your opinion be if this car had been billed 
as originally planned, that is, as an L. C. L. shipment, and a 
claim filed on the carload basis? What minimum would you 
use, 30,000 or 34,000 pounds? 

Answer: With respect to this question, we refer you to the 
following opinions of the Interstate Commerce Commission: 
Kaye & Carter Lumber Co. vs. M. St. P. & S. M., Unreported 
Opinion 159; Wheeler Lumber Bridge & Supply Co. vs. So. Pac., 
16 I. C. C. 547; Pope Mfg. Co. vs. B. & O.,17 I. C. C. 400; A. W. 
Miller Saw Mill Co. vs. C, M. & St. P., 45 I. C. C. 221. Of these 
gases we direct your particular attention to Pope Mfg. Co. vs. 


ther things, said: 


that the shipment could have been loaded into the size of car i & O., 17 I. C. C. 400, in which case the Cdmmission, among 
(ey 


provisions of which item and item 110,fead as follows: 


Item 140.—The following arrangements will apply on shipments. 
of forest products which originate on any of the rail lines shown 
in tariff, as participating carriers: 

(a) When it is impossible for carriers to promptly furnish a car 
of the size ordered by the shippers (the carriers will not undertake 
to furnish cars of a cubical capacity of less than 1,651 cubic feet), 
nor of weight and cubical capacity and length not contained in their 
lists of equipment as published in I. C. C. R. E. R. No. 124, of G. P. 
Conard, agent, and reissues thereof, and for convenience a car of 
larger capacity than that ORDERED BY THE SHIPPER is furnished, 
the large car may be used subject to the restrictions as provided 
below, on the basis of the minimum weight named in the tariff for 
the size of car ordered by the shipper, provided shipments could have 
been loaded into such car, unless actual weight is greater, when 
actual weight will govern. In case it could not have been loaded into 
the car ordered, then it will be subject to the minimum provided 
for a car of length and capacity necessary to contain ~ ; 

(b) If a large car is ordered by the shipper and the carrier is, 
unable to furnish it, but does furnish a car of smaller capacity than 
that ordered, the smaller car may be used on basis of actual weight, 
when loaded to its full visible capacity, BUT NOT LESS THAN THE: 
ESTABLISHED MINIMUM WEIGHT NAMED IN {HE TARIFF FOR 
THE LENGTH AND CAPACITY OF CAR USED. 

(c) en a small car is ordered and a large car furnished by 
the carrier because of its inability to supply a car of the exact size 
and capacity ordered by the shipper, agent will not vary from the 
minimum weights provided herein until he has been furnished with 
a certificate of the chief dispatcher, car service agent or division 
superintendent of the forwarding line, on a form provided for that 
purpose, that the carrier is unable to furnish the kind of car ordered. 
When certificate is furnished to the agent he will endorse on the 
waybill and shipping bill or bill of lading the following: * * * 

Item 110.—When box, stock, or other closed cars are loaded to 
full visible capacity, actual weights will govern, subject to the con- 
ditions and minimum weights provided below. 

The term, “loaded to full visible capacity,” means that’ the entire 
space capacity in the car shall be utilized to the fullest extent and 
that no more lumber (of ordinary lengths) or other material of the 
character contained in the car can be loaded therein. 

To secure the benefits of these exceptions, shippers are required 
to certify on original shipping receipt or bill of lading, over their 
written signatures, that the car is loaded to its full visible ca: acity 
in accordance with the conditions of tariff. When such certification 
is not given on shipping receipt or bill of lading, the minimum weights 
provided in item 95 will apply. 

Whether a given shipment could have been loaded in the 
size of car ordered by the shipper is a question of fact, which 
should be determined, apparently, by the carrier’s agent at the 


time the shipment is tendered to the carrier for transportation. 


In the instant case charges should, in our opinion, be as- 
sessed on the minimum weight applicable to the size of the car 
ordered, in view of the acceptance of and delivery of the ship- 
ment by the carrier without a determination of the fact as to 
whether the shipment could have been loaded into the car 
ordered. 

We can locate no cases in point. 

Minimum Weight—Size of Car Furnished by Carrier Governs 
Where Size of Car Not Specified in Shipper’s Order 

Missouri.—Question: We recently filed claim for an alleged 
overcharge which has been declined by the railroad company 
and we would like your opinion in the matter. We manufacture 
sash, doors and interior mill work which také an arbitrary over 


lumber rates and the lumber minimum when shipped in mixed 
carloads. ee = saa ead a 
¢ The minimum weight of our commodity varies according to 
the length of the car used. In—ears-under 36-feetin—length it 


takes a minimum of 30,000 pounds and those over a minimum 


bi tA mead The car ordered for this particular shipment 


was for r shipment, for which we have to have at least 
6,000 pounds before the connecting line will absorb the switching 
charge. However, we found that after loading the car we had 
enough weight so that by billing it at a minimum of 30,000 
pounds the charges would be less. The railroad company in 
assessing the freight used a minimum of 34,000 pounds, which 
was correct, according to the size of car used:-—We feel, how- 
ever, that as a trap car was ordered it was not necessary to 
aet a large car and that the small car minimum of 30,000 pounds 
should have been protected. We placed a notation on our bill 
of lading that small car was ordered. 

The railroad takes the position that our car order did not 
specify any particular size or minimum and therefore they are 


While it is definitely alleged in the complaint that a 36-foot car 
was ordered for the movement, the testimony on that point is not 
conclusive. The one witness brought forward by the complainant 
admitted that no specific order was given for a car of that length, 
and the allegation is supported only by his statement that there was 
“an understanding’? with the principal defendant that 36-foot cars 
with side doors were to be furnished ‘unless otherwise ordered.’’ On 
the part of the defendant it is denied that there was a specific under- 
standing of that nature between the local agent of the defendant and 
the agent of the complainant at Hagerstown; this testimony is quali- 
fied, however, by the admission of the local agent that there might 
have been some such understanding with his predecessor. At another 
point in his testimony the complainant’s agent seems to have ad- 
mitted that he did not specify a car of a particular length or demand 
a car with an end-door opening. His position seems to be that he 
made requisition on the defendant for a car of a shipment of three 
automobiles. He also stated that when the larger car was placed 
for loading he got into communication by telephone with the local 


agent of the defendant and asked whether that car should be used 


for the shipment, and in reply was told to ‘use it.” 

The conflict in the testimony is such as to leave us no clear 
ground upon which reparation may be granted in either case in ac- 
cordance with the prayer of the petition. The one definite thought 
— by our consideration of the record is that when shippers 
order cars for particular movements in which dimensions are im- 
portant because of the graded minimum weights usually applicable 
to cars of different lengths, the order should be in writing, or, if not 
actually given in writing, should be promptly and definitely confirmed 
in writing. Ordinary prudence requires that course. Confusion not 
infrequently follows the absence of such a record of the shipper’s 
demand for a car of specific length, and where there is a conflict of 
recollection as to the exact terms of a verbal order the Commission 
rarely finds in the record a strong, clear ground upon which to resolve 
it. In this record we find no basis for an order for relief. While a 
long course of dealing between the shipper and the carrier, involving 
daily or frequent shipments of automobiles from a definite station, 
might so familiarize the carrier’s agents at that point with the re- 
yg te ag of the shipper in the way of equipment as to justify us 
in holding that an order for a car for three automobiles was sufficient 
to charge the carrier with notice that a 36-foot car was wanted, no 
such foundation is made on the record here to warrant the disposition 
of these complainants on any such principle. 


In the Kaye & Carter Lumber Co. case, above referred to, 
it is held that a request by a shipper for a car in which to load 
a particular shipment should specify the size of car desired. It 
seems to us that the conclusion to ‘be drawn from the findings 
of the Commission in the cases cited above is thatsunless the 
shipper specifically specifies the length of the car desired, which 
we understand was not done in the instant case, the carrier may 
assess charges on the basis of the length of the car furnished 
and used by the shipper, except as indicated in the Pope Mfg. 
Co. case, there be a long course of dealing between the shipper 
and the carrier involving daily or frequent shipments which 
might so familiarize the carrier’s agent at that point with the 
requirements of the shipper in the way of equipment as to jus- 
tify the Commission in holding that an order for a car for a 
certain commodity is sufficient to charge a carrier with notice 
that a certain size car is wanted. 


The same minimum, namely, 34,000 pounds, would apply, in 
ment. 


our opinion, had the shipment moved as a less-than-carload ship- 


Charges to Be Assessed on Shipment Delivered to Express Com- 
pany, But Handled Part Way in Freight Service 

Michigan.—Question: On January 18, 1924, Blank & Sons 
loaded a shipment of bar steel, weighing 10,147 pounds, into ex- 
press car P. R, R. 2215 at A, which was to receive express serv- 
ice to our plant at B. Car left A in Pennsylvania train No. 202, 
but upon reaching C, it was set off, as we understand it,. because 
the railroad claimed the train was too heavy to handle. The ship- 
ment moved from C to B in Pennsylvania train No. 484, which 
is a freight train, and arrived at B, January 19 at 10:30 a. m. 

‘We feel that we have received freight service on half this 
haul for which we are paying express rates, and we would be 
much obliged for any information you can give us that would 
enable us to prosecute a claim against the express company. 

Answer: With respect to this question, see the decision in 
International Coal Products Corporation vs. Fargo, 196 N. Y. S. 
831. In this case the court said: 


The plaintiff and defendant entered into a contract for the trans- 
pons FL by the latter of a carload of the plaintiff's product by ex- 
ress, it being the understanding of the parties that the shipment was 
feing sent by express to insure rapid delivery. The defendant did not 
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Old Trails? 


This Summer Tour the 
Union Pacific West 


_ of visiting the major portion of the nation’s 

greatest scenic playgrounds on a single tour—and 
secing most of them without going far from your 
main line of travel! 


The National Parks with their geysers, glaciers, 
big trees, waterfalls, mountains and canyons; the 
Rockies, Wasatch, Sierras, Cascades; Tahoe, Great 
Salt Lake, Puget Sound and the Pacific; Denver, Salt 
Lake City, Spokane, Seattle, Tacoma, Portland, San 
Francisco, Los Angeles— 


And down in Southern Utah, just opened to conven- 
ient travel,isa trio of new edn Ne which for 
beauty of color and variety of form have no counter- 
parts in all the world— 


ZION NATIONAL PARK 


Bryce Canyon - Cedar Breaks 
Season May 15 to October 15 


Here are hundred mile vistas across painted, terraced plateaus. 
Canyons with sculptured walls of vermilion and alabaster. Gor- 
geous chasms mile upon mile, where nature has wrought temples, 
pagodas and mosques like those of Babylon, China and Bagdad! 


Send For Free Travel Books 
Zion National Park, Bryce Canyon Pacific Northwest and Alaska 
California Pacific Northwest Outings 
Southern California Dude Ranches Out West 
Colorado Mountain Playgrounds Utah Idaho Outings 
Yellowstone National Park U. S. Map Folder 


indicate which of these you desire and they will be mailed 
pro. mptly without charge. Ask also about the Union Pacific low 
round trip summer fares and how you can combine two or more 
of the great vacation places of the West in one tour. 


Address W. H. Murray Goasett Passenger Agent, 
Omaha, 


=“U/nion Pacific= 


Tired of the 


PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore 3 aa. to Los Angeles 
San Fran Tacoma 














cisco, Portland, Sea 


WESTBOUND SAILINGS 


NEW YORK 
VENEZUELA ............... May 13 
SANTA OLIVIA .............. May 19 
I I cee hice ewe June 2 


Through bills of lading nn on transshipment at San Francisco 
to Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 
SAN FRANCISCO LOS ANGELES 
SANTA BARBARA ..... ..May 21 May 23 


| May 28 May 30 


ere ee June 4 June 6 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, 
La Libertad, Corinto, Canal Zone, Havana (Eastbound). 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 
Round Trip Summer Rates, $73 v2? "3°" $335 up 


PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. SAN JUAN sails from San Francisco May 12 
S.S. CITY OF SAN FRANCISCO sails from San Francisco June § 


PACIFIC MAIL S.S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., Los Angeles, Calif. 






ALSO OFFICES IN 
er Prec Bidg. Norfolk, Southgate Fwd. & > 
Baltimo: “Bquita Bldg. Chicago....327 South La 
Pittsburgh, “410 ‘State Theatre Bidg. Cincinnati. anaweeo™ Gwynne Sie 
Philadelphia..... 240 Bourse Bldg. 





Ship by Water 


‘‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thrufbills of lading issued to all other Pacific 
‘Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
a ae Water Streets, New York, Telephone Bowling Green 7394 


Oa ek a 


, 
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own any cars, but depended for them xe BR the railroads, which 
fact was not known to the plaintiff. * * * Plaintiff paid to the defend- 
ant the regular express charges, amounting to $634.55. The shipment 
went forward in an Erie Railroad car under the control of the de- 
fendant, but the car broke down and was delayed for 7 days for 
repairs. It is conceded that the only reasons for the delay were de- 
fects in the car, repair shop congestion, and loss of touch by the 
defendant with the whereabouts of the shipment. The usual time for 
a shipment by express was 48 hours. The usual time for a shipment 
of the same kind by freight was about 7 days, and not more than 
10 days. The freight rates in effect at the time covering a like ship- 
ment were $116.38 and a war tax of $3.39. * * * 


The plaintiff claims a breach of the contract by defendant, by 
reason whereof it is entitled to recover the consideration paid, or 
such part thereof as exceeds the reasonable value of the service 
rendered, namely, freight services; in other words. plaintiff claims 
that there is due it from defendant in equity and good conscience, 
as upon the theory of money had and received, some portion of the 
consideration paid, and plaintiff seeks to measure this by the differ- 
ence between what is paid and what it would have paid if the goods 
had been sent by freight. The service, however, was fully performed, 
even though negligently done. Moreover, this express service involves 
various elements differing from a carriage by freight, and thus each 
service was a service separate and distinct in itself. Under such 
circumstances, plaintiff's only claim is by way of damages. American 
Locomotive Co. vs. N. Y. C. R. Co., 199 N. Y. S. 851; Towers vs. Bar- 
rett, 28 K. B. 1014, 1 Term. R. 133; Ward vs. N. Y. C. R. Co., 47 N. Y. 
29, 7 Am. Rep. 405. As said in Keenor on Quasi Contracts, page 304: 

“Unless the failure of consideration is total or is apportioned 


by the contract, plaintiff’s claim is not for restitution, but to recover 
damages."’ 


In the case at bar plaintiff does not claim the whole considera- 
tion paid, and the contract does not attempt any apportionment 
thereof. Moreover, there are no facts in the submission from which 
plaintiff's damage may be ascertained, nor are there any facts to 
support the claim of the plaintiff that its damage is equal to the differ- 
ence between the freight rate and the express rate. 


Through Rates Exceeding Aggregate of Intermediates 


West Virginia.—Questions: An agency tariff gives a through 
rate from various points in Ohio and West Virginia to Virginia- 
Cities. The points we are interested in are shown as taking arbi- 
traries over Virginia Cities rate given in delivering carriers’ Bas- 
ing Book. This Basing Book is named n the agency tariff to be 
used in connection wth same in making rates to points shown 
in the agency tariff. There are points in West Virginia from 
which the through rate to Virginia-Cities is much less than named 
in the agency tariff, but the delivering carrier’s Basing Book is 
not given as a party to that tariff. Could these two rates be used 
in connection with one another or can the arbitrary named in 
delivering carrier’s Basing Book be used only in connection with 
agency tariff? Is a through rate based to one point plus an arbi- 
trary from that point to destination considered a through rate? 

In most all instances the aggregate of intermediates makes 
a much less through rate than the published through rate. Could 
these shipments be billed to the intermediate point, at which 
point consignee could accept delivery, pay all lawful charges 
and rebill on a new bill of lading to next destination? You 
understand that bill of lading in first place would be a contract 
to move car from point of origin to point named on bill of lading 
as destination, and as consignee accepted delivery and paid all 
lawful charges I do not believe this would be in violation of the 
Interstate Commerce Act. 

In case there is no other procedure to follow other than 
to pay the rate published in agency tariff plus the arbitrary to 
destination, what redress has the shipper in collecting reparation 
claims filed with the Commission and the establishment of a 
through rate not to exceed the aggregate of intermediates? 

It is my understanding that it is unlawful for carriers to 
publish a through rate which exceeds combination of locals and 
that parties so damaged by such a rate have only to file com- 
plaint with proper parties in order to secure reparation to the 
amount that would have been assessed had rate been no higher 
than the combination of locals. I also understand this repar- 
ation is subject to 6 per cent interest. Is this your under- 
standing? 

Answer: We judge from your statements that the rates to 
the destinations listed in the “Basing Book,” arrived at by the 
use of arbitraries over the Virginia-Cities are through rates, 
which must be used via the route over whch applicable in prefer- 
ence to lower combination rates via those routes. See in this 
connection Boston Wool Trade Association vs. Director General, 
81 I. C. C. 131. : 

Whether the arbitraries or rates named in the “Basing Book” 
may be used in connection with the rates to the Virginia Cities 
published in tariffs other than the “Agency Tarff” is dependent 
upon the provisions of the.“Basing Book” with respect to the 
application of the rates named therein. 

Under the Interstate Commerce Act, as construed by the 
Supreme Court of the United States in B. & O. S. W. R. R. Co. 
vs. Seattle, et al., 260 U. S. 166, the through interstate rate must 
be applied to a movement between two points, even though the 
shipment is rebilled at an intermediate point, if the intention 
of the shipper, as admitted or as may be gathered from the inci- 
dents of the movement, is evidenced that the shipment was to 
go to its final destination, at the time it was originally delivered 
to the carrier for transportation. 

In the course of its decision the Supreme Court said: 

If the intention with which the shipment was made had been 
actually in issue, the fact that possession of the cars was taken by 


the shipper at Oakley and that they were not rebilled for several days, 
would ve justifi the jury in finding that it was originally the 
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intention to end the movement at Oakley and that the rebilling to 
Madisonville was an afterthought. But the defendant Clephane ad- 
mitted at the trial that it was intended at the beginning that the 
cars should go to Madisonville; and this fact was assumed in the 
instructions complained of. In other words, Madisonville was at all 
times the destination of the cars; Oakley was to be merely an inter- 
mediate stopping place; and the original intention persisted in was 
carried out. That the interstate journey might end at Oakley was 
never more than a possibility. Under these circumstances the inten- 
tion as it was carried out determined, as a matter of law, the essen- 
tial nature of the movement; and hence that the movement through to 
Madisonville was an interstate shipment. For neither through billing, 
uninterrupted movement, continuous possession by the carrier, or 
unbroken bulk, is an essential of a through interstate shipment. 
These are common incidents of a through shipment; and when the 
intention with which a shipment is made is in issue, the presence or 
absence, of one or all of these incidents may be important evidence 
bearing upon that question. But where it is admitted that the ship- 
ment made to the ultimate destination had at all times been intended, 
these incidents are without legal significance as bearing on the char- 
acter of the traffic. For instance, in many cases involving transit or 
reconsignment privileges in blanket territory, most or all these inci- 
dents are absent, and yet the through interstate tariffs apply. See 
Atchison, Topeka & Santa Fe Ry. Co. vs. Farold, 241 U. S. 371; St. 
Louis Southwestern Ry. Co. vs. United States, 245 U. S. 136; Central 
Railroad Co. of New Jersey, vs. United States, 257 U. S. 247; Com- 
pare Philadelphia & Reading Ry. of Co. vs. Hancock, 253 U. S. 284. 


The Supreme Court, while apparently recognizing the fact 
that it.is possible to so handle a shipment as to defeat ‘the 
through interstate rate, did not approve of this practice, but 
based its decision.in that case on the admission of the defendant 
that a shipment to the ultimate destination was intended at the 
time the shipment was delivered to the carrier at the orginal 
point of shipment. 

With respect to the matter of a reduction of through rates 
which exceed the aggregate of intermediates and reparation to 
the basis of the lower combination rates were the provisions of 
the rule which the Interstate Commerce Commission adopted on 
March 28th, 1925, known as paragraph (c) of Rule 56 of Tariff 
Circular 18-A, the provisions of which are set forth on page 
904 of the Traffic World of April 4th, 1925, under the caption, 
“New Tariff Rule.” 

Interest at the rate of 6 per cent is allowed in all awards 
of reparation by the Interstate Commerce Commission. 


Reparation—Basis for 


New York.—Question: Will you kindly advise what our 
rights are under the following circumstances? 

To assist our exports to Mexico City and the contiguous ter- 
ritory defined in Agent Leland’s Tariff 112-B, I. C. C. No. 1711, 
last August we presented to .one of the western roads parties to 
this tariff about 60 proposals for combinations of local rates 
from points in C. F. A. Territory to Laredo, Tex., and other gate- 
ways, these combinations being on Chicago, Milwaukee or St. 
Louis, whichever gave the best rate. 

The western road promised that these proposals would be 
given prompt consideration but up to the present time, prac- 
tically nine months having elapsed, not one of these rates has 
been published. 

During this time it is true we have not moved shipments of 
all of the commodities involved, but undoubtedly other interested 
shippers have, and it was our expectation when we presented the 
proposals that prompt publication of the reduced rates would be 
made. 

Recently we wrote to this same western road calling atten- 
tion to the fact that on May 20th we were to have a carload 
of one of the commodities involved move from one of the points 
affected by one of the proposals which we made last August. We 
have, of course, received their acknowledgment of this letter 
but it is too early to say what action will be taken. 

Now the roads having failed in nine months to publish any 
of these combination rates (which, as I understand it, we are 
entitled to have published) are we not privileged whenever a 
shipment moves consisting of a commodity and point of origin 
covered by One of our proposals, to file an informal complaint 
with the Interstate Commerce Commission and expect to receive 
favorable settlement on that basis? 

Answer: If you have reference to the reduction of present 
through rates which exceed the lowest combination, we refer 
you to the provisions of the rule which the Commission adopted 
on March 28, 1925, and which is known as paragraph (c) of Rule 
56 of Tariff Circular 18-A, the provisions of which are set forth 
on page 904 of the Traffic World of April 4, 1925, under the 
caption, “New Tariff Rule.” 

If, however, your proposals relate to reduction in the pres- 
ent rates to a basis which you consider necessary to market 
your products in Mexico, the matter of reparation will depend 
on whether or not you can prove that the rates applied on your 
shipments were unreasonable to the extent that they exceed 
the rates you have proposed. 


GUARANTY CERTIFICATE 


The Commission has certified to the Secretary of the Treas- 
ury that the Pittsburgh, Cincinnati, Chicago & St. Louis, a part 
of the Pennsylvania system, is entitled to $16,521,446.24 under 
section 209 of the transportation .act for the six-month period 
following the end of federal control. The company has received 


advances on account amounting to $10,100,000, leaving an unpaid 
balance due it of $6,421,446.24 in settlement of that account. 


May 9, 1 
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Consult us regarding your 


WAREHOUSING 
B| CHARLES STORAGE 
grouse DISTRIBUTION 


ir 
Connection 
With 


Bostonand DP) qily Deliveries by Zone System 
Ratirond within ten mile radius 








Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 


Total General Storage Capacity 
9,706,000 Cubic Feet 


“" 


Wharfage and Dockage 


Free Stores 
Customs Bonded Stores 
Internal Revenue Bonded Stores 





MEMPHIS, TENNESSEE 


-The Most Centrally Located Distributing Center 
in the United States 







Home of the Largest Merchandise Warehouses in the South 


THE MEMPHIS TERMINAL CORPORATION 


We Invite Storage of all Kinds of GENERAL MERCHANDISE 
POOL CAR DISTRIBUTION 


Warehouses of concrete construction, automatically sprinkled, lowest insurance 
rates. We operate our own switch engine and connect with all Railroads initial 
to Memphis, Tenn., as well as the Mississippi Warrior Service who switch to 
our Plant without additional switching charges on car load lots. 











Member A.W.A. Address MERCHANDISE DEPT., P. O. Box 1025, Memphis, Tenn. 
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Rocne ns ia 
L. S. Rand has been made traffic manager of the Louisiana 
and Northwest Railroad. . 


Louis W. Geis has been made soliciting freight agent of th 
Norfolk and Western at St. Louis. J. H. Windel has been ap- 
pointed traveling freight agent at Baltimore. 

H. W. Stoutenborough has been made traffic manager of the 
Stockton Terminal and Eastern Railroad at Stockton, Cal. 

J. P. Wahle has been appointed assistant general freight 
agent of the Santa Fe at Topeka. 

J. P. Haynes has been made chief of tariff bureau, the West- 
ern Pacific, at San Francisco. 

J. T. Scallon, formerly traffic advisor with the La Salle Ex- 
tension University in the traffic department, has been made head 
of the traffic department of the Michigan City (Ind.) Chamber 
of Commerce. 

A. E. Hueneryager, traffic manager of the Zion Institutions, 
Zion, Ill., has been appointed counsel in charge of commerce and 
utility matters for the city of Zion. 

Frank T. Collins has been made general agent of the Mis- 
souri & North Arkansas at Salt Lake City. 

H. E. Bailey has been appointed traffic manager of the 
Jefferson Southwestern at Chicago. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Study Club of Akron met April 27. S. U. Hooper, 
superintendent, Akron division, the B. & O., spoke on classifica- 
tion and car interchange. 





The Traffic Club of Dallas met at luncheon, April 28, when 
a discussion was held on the Hoch-Smith resolution. The club 
held a meeting, April 11, at which a program was put on by J. E. 
Farrow, traffic manager, the Brown Cracker and Candy Company. 





The Traffic Club of Memphis met at luncheon at the Hotel 
Gayoso May 4. The club will hold its first annual golf tourna- 
ment at Riverside Park May 12. 





The Twin City Traffic Club of St. Joseph-Benton Harbor, 
Michigan, met recently in the Congregational Church. The eve- 
ning was taken up by a discussion of routing on bills of lading, 
cleaning of cars, and desirability of promptly calling carriers’ 
attention to undercharges. 





The Traffic Club of New England will hold its May festival 
and dinner dance in the ballroom of the Hotel Somerset May 14. 
Entertainment will be furnished by the “White Review,” Mary 
Frances Adams, pianist, and Robert A. Burlen, humorist. 





The Transportation Club of St. Paul met at luncheon. May 5. 
G: H. Cornelius and J. J. Hanlon, of the National Institute, Inc., 
ef New York, presented an address and demonstration of mem- 
ory practice. 





The York Traffic Club will hold a meeting at the Y. M. C. A. 
May 14. William Simmons, traffic manager, Southern Pacific 
Steamship Lines, will speak on “Rate Construction.” 





The Traffic Club of Newark, New Jersey, held its “Steam- 
ship Night” at the Chamber of Commerce, May 4. The club will 
hold its first golf outing of the season at the Forest Hill Golf 
Club May 21. 


The Traffic Club of Chicago has collected $950 from its 
members, which, together with $500 subscribed from the club’s 
treasury, makes $1,450 for the relief for the storm stricken area 
in Southern Illinois and Indiana. 








The Birmingham Traffic and Transportation Club held its 
semi-monthly meeting at the Axis Club May 4. A program was 
put on by the entertainment committee. The speaker of the 
evening was Colonel B. L. Bugg, receiver of the A. B. & A. 





The Traffic Club of Denver held its “Burlington Night” at 
the Metropole Hotel May 8. C. E. Spens, vice-president in charge 
of traffic, the Burlington, and E. P. Bracken, vice-president in 
charge of operation, were the principal speakers. 





The Transportation Club of Louisville will hold its “Spring 
Dinner” at the Brown Hotel May 19. 





The Traffic Club of Minneapolis was host at luncheon, May 
7, to the Minneapolis baseball team. 





The Cincinnati Traffic Club met at dinner May 4. H. A. 
Worcester, vice-president, the Big Four, told of plans for the 
new freight and passenger terminals in the city. He predicted 
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that, under a working agreement of roads entering Cincinnati, 
construction of the new terminals would be. begun in a short 
time. The freight terminal, he said, would cost, according to 
plans, about $30,000,000, while the passenger terminal cost would 
amount to about $18,000,000. Both would be completed, he said, 
within four years after the beginning of the work on the pas- 
senger building. The freight terminal will be the first on which 
work will be begun. a 





The Traffic Club of Kansas City will hold its “Feed Manu- 
facturers’ and Jobbers’ Day,” at luncheon, May 12. 


OHIO BOARD TO MEET 


The Ohio Valley Shippers’ Advisory Board will hold its 
seventh regular meeting at the Elk’s Home, Columbus, Ohio, 
May 12. A meeting of the executive committee will be held the 
evening of May 11, at the Chittenden Hotel. Beside the regular 
reports of c6mmittees and railroads, the subjects of the formation 
of new terminal perishable committees and the matter of postal 
regulations, regarding the mailing of arrival notices in large 
cities, have been placed on the docket. 


PACIFIC COAST BOARD TO MEET 


The Pacific Coast Regional Advisory Board will hold its 
fourth conference at Fresno, Calif., May 22. The board will 
consider the shipping problems of the San Joaquin Valley, con- 
sidered to be the most important in the state. The meeting will 
be held in the San Joaquin Light & Power Company’s audi- 
torium, and Chairman Charles E. Virden, of the board, says he 
expects the meeting to be the largest yet held. 


FREIGHT CLAIM DIVISION MEETING 


The Freight Claim Division of the American Railway Asso- 
ciation will hold its thirty-fourth annual session in Kansas City, 
beginning Monday, May 25, and lasting through Thursday, May 
28. Headquarters will be the Hotel Muehlebach. 

There will be considered matters relating to freight claims 
in general and, in particular, the subject of interline apportion- 
ment after settlements are made with claimants, as well as the 
activities of the carriers looking toward the elimination or re- 
duction of freight loss and damage which results in claims. 
Reports in connection ‘with these matters will be rendered by 
the committee on rules of order, committee on loss and damage 
rules, committee on overcharge rules, and the committee on 
freight claim prevention. 

There will also be submitted a joint report of the commit- 
tees on loss and damage rules and overcharge rules. 

It is planned that, beginning with the presentation of the 
report of the committee on freight claim prevention, imme- 
diately on reconvening on the afternoon of the first day, that 
afternoon and all the following morning will be devoted to the 
consideration of claim prevention matters, and it is expected 
that there will be a large attendance of operating, transporta- 
tion, freight claim and claim prevention representatives. 

The committee on entertainment, composed of the repre- 
sentatives of the Kansas City lines holding membership in the 
Freight Claim Division, is arranging matters so that the time 
of the members and their families outside of convention hours 
will be spent in ways entertaining and beneficial. The details 
of such plans are being looked after by a local. committee of 
arrangements composed of C. E. Bingham (chairman), freight 
claim agent, Kansas City Southern Railway; W. T. Treleaven, 
general live stock agent, Santa Fe System; G. W. Turner, freight 
agent, Kansas City Terminal Railway Company; and C. R. Wad- 
dle, assistant general live stock agent, Santa Fe System. 


WAGE STATISTICS 


The number of employees reported by Class I railroads 
for February was 1,725,366, a decrease of 2,967, or two-tenths 
per cent, from the number reported for the preceding month, 
according to wage statistics compiled by the Bureau of Sta- 
tistics of the Commission. The total compensation was $223,- 
871,052, a decrease of $19,488,816, or 8 per cenet, as compared 
with the preceding month. This decrease was due largely 
to the fact that there were only 23 working days in February 
while January had 26. Compared with the returns for Feb- 
ruary, 1924, employment showed a decrease of 1.6 per cent, 
and the total compensation a decrease of 3.1 per cent. The 
Bureau said it might be noted that there was one more work- 
ing day in February, 1924, than in February, 1925. Monthly 
earniags by groups were as follows: 

Monthly earnings of— 
Employees Employees 
reported on reported on 


Group daily basis hourly basis 

Feb. Feb. Feb. Feb. 

1925 1924 1925 1924 

Executives, officials, and staff assistants..... $439 $434 ee 

Professional, clerical, and general............ 182 181 $119 $120 

Maintenance of way and structures........... 243 240 85 87 

Maintenance of equipment and stores......... 246 244 115 =: 1118 
Transportation (other than train, engine, 

ED ivint: ceGct ob tinted ves <65 oe eionereic 97 97 116 6118 
Transportation (yardmasters, switch tenders, 

MME MODMSLS) ~ 0.056 0.6.6'0:6 86000 0856 0 ESE EST 257 254 143 «141 

Transportation (train and engine service).... ... aes 181 184 
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WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 





A Wetzel Tariff File is 


the most important tool for 
the traffic department. 


The best tool or device 
for any profession, trade or 
business is indispensable 
when the best results are 
desired. 





P. A. Wetzel Company 


A Stack of Wetzel Drop Front Tariff File Sections Manufacturers 
(Measuring outside 45 inches wide, 57% inches high and 18 inches deep) 
This ouft con be obtained wit the same sed drawers throughout SPRINGFIELD, ILLINOIS 


Start with any number of sections and build up as your requirements grow. 


—- oe © oe ae 









4 to 

\) “he Largest 

Trade lerritory 
West of the 

| Mississippi 





Write us for 
Distribution Costs 
_ of Your Commodity 
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CO-OPERATIVE RATE MAKING 


The Burlington Shippers’ Association, through its board of 
directors, has adopted the following resolution: 


The Burlington Shippers’ Association desires to express its 
approval of the temporary adjustment of class rates in Western 
Trunk Line Territory as agreed to by the Shippers’ Steering Com- 


mittee and a committee of traffic executives representing the 


western trunk line railroads, in conference with Director of 
Traffic W. V. Hardie of the Interstate Commerce Commission, as 
outlined in printed statement dated Chicago, Ill., March 25, 1925, 
growing out of W. T. L. Docket 4186 and Interstate Commerce 
Commission Dockets I. and §S. 2319, 11388, 12709 and 13671, which 
agreement was ratified at a general shippers’ conference in 
Chicago on March 25, 1925. 

In so expressing itself this association ventures the hope 
that some plan may be evolved whereby rate adjustments, as 
they arise, may be considered by joint committees of shippers 
and carriers without recourse to the Interstate Commerce Com- 
mission through formal complaint except as a last resort, and 
in the event such necessity should finally arise that the Com- 
mission may first be called in as a friendly arbitrator, as was 
done in the Western Trunk Line Revision, above referred to. 

It is the belief of this association that shippers and carriers 
should be prepared to actually put into practice the co-operation 
which has been so widely heralded of recent years, and thereby 
relieve the Commission of the burdens which have become in- 
creasingly heavy through the filing of formal complaints. 

While we do not in any measure deprecate the purposes and 
accomplishments of the so-called standing rate committees, we 
do not believe that such committees do and can open the avenues 
to complete co-operation which is so essential to the best inter- 
ests of shippers and carriers alike. 

This association stands ready to assist, in any manner pos- 
sible, in the development of plans having for their purpose a 
more complete and generally satisfactory arrangement for the 
consideration and settlement of freight rate controversies and 
expresses the hope that the formulation of such plans may have 
the early and active attention of shippers and carriers generally. 

The secretary is directed to communicate this expression to 
the chairman of the Western Railroad Executives, the editor of 
The Traffic World and to organizations of shippers similar in 
character to this association. 


LUMBER SHIPMENTS 


With 21 fewer mills reporting to the National Lumber Manu- 
facturers’ Association for the week ending May 2 than for the 
previous week, apparent declines in the three factors of the 
lumber movement are not significant. On the other hand, al- 
though the number of reporting mills is not so large as it was 
for the corresponding week of 1924, the past week leads it in 
new business by about 15 per cent. There was a nominal in- 
crease in production and a like decrease in shipments. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


Corresponding Preceding Wk., 
Past b ae 
58 


Week, 1924 1925 (Revised) 
ee ee 369 379 
POGUCLIOM 6 vse deeds 244,813,430 239,299,839 254,426,417 
ST eee 242,715,938 245,784,717 259,101,600 
Orders (New Bus.)... 234,169,058 200,806,790 256,952,162 


The following revised figures compare the lumber movement 
for the first eighteen weeks of 1925 with the same period of 1924: 


Production Shipment Orders 
WE gi dtiwd ones-cs ee eas 4,237,799,881 4,190,093,436 4,076,009,396 
0 ee eee oe 4,243,293,753 4,288,961,490 4,094,308,213 
1925 Decrease......... 5,493,872 98,868,054 18,298,817 


ACCUSED OF FALSE BILLING 


The Commission has been advised that the Universal Car- 
loading and Distributing Company and two of its employes have 
been indicted in the southern district of New York, the accusa- 
tion being that it and they violated section 10 of the interstate 
commerce act, which forbids false billing of freight. The com- 
pany has been indicted on ten counts, William Jachens, a clerk, 
has been indicted on two counts, and William Addiss, another 
clerk, on two counts. They are accused of making misrepresen- 
tations as to the character of the goods placed in mixed car- 
loads under rule No. 10, of the classification. That rule provides 
for a carload rate on mixed carloads of commodities, each of 
which, if shipper in carloads, would be entitled to a carload rate. 
Articles taking any quantity ratings may not be included in such 
mixtures, as the rule is interpreted by the Commission. The in- 
dictments allege misrepresentations as to the character of some 
of the articles included in the mixed carloads—that is, of describ- 
ing colored, printed or corrugated tinfoil as plain tinfoil, or 
ceresine wex as paraffine wax. 


RATES ON CEMENT 

Hearing was begun in docket 16536; the Lehigh Portland 
Cement Company et al. against the Big Fork & International 
Falls et al., rates on cement from Mason City to Minnesota and 
+ satg and South Dakota, before Examiner Koebel, at Chicago, 

ay 7. 

E. S. Gubernator, traffic manager, Lehigh Portland Cement 
Company, said the present rates were the result of the decision 
of the Commission in the Lehigh Portland Cement case, docket 
10422. He said that, in the present case, virtually the same 
points of destination were involved and discrimination was al- 
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leged in favor of practically all the other shipping points that 
competed with Mason City. He said the Commission’s order 
in the earlier case had been greatly modified as the result of 
later cement cases. That is, he explained, the application of dif- 
ferent scales prescribed had been extended. He said it was the 
contention of the complainant that the revised scales should be 
applied to Mason City as well as the other competing points. 

He testified that cement was a low grade, heavy loading 
commodity and had been so designated by the Commission. He 
said claims on the commodity were small. He entered exhibits 
of rate comparisons and of earnings, also comparisons of value 


and of the traffic densities of territory that. the shipments passed 
through. 


WATSON SEES COOLIDGE 


Senator Watson, chairman of the Senate interstate com- 
merce committee, conferred with President Coolidge at the 
White House this week. It was understood that the President 
and the senator discussed, among other things, the railroad situ- 
ation. Amendment of the consolidation provisions of the trans- 
portation act to permit voluntary consolidations for a reasonable 
period is favored by Senator Watson. The senator is giving 
special attention to a study of transportation problems in 
preparation for dealing with proposed railroad legislation at the 
next session of Congress. 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period 
April 15-22, inclusive, was 344,198 as compared with 343,048 
cars in the preceding period, while the average daily shortage 
was 6 auto and furniture cars, according to the car service 
division of the American Railway Association. 

The surplus was made up as follows: ~~ Box, 117,463; 
ventilated box, 122; auto and furniture, 8,446; total box, 
126,031; flat, 5,450; gondola, 84,709; hopper, 88,746; total 
coal, 173,455; coke, 1,769; S. D. stock, 16,852; D. D. stock, 
3,406; refrigerator, 15,842; tank, 352; miscellaneous, 1,041; 
total 344,198. 

Canadian roads reported a surplus of 26,100 box, 275 auto 
and furniture, 1,500 flat, 1,100 S. D. stock, 475 refrigerator and 
75 miscellaneous cars. 


PROPOSED OREGON LINE 


The Oregon Trunk Railway has applied to the Commission 
for authority to construct southerly extensions of an existing 
line of railroad which is now constructed and in operation be- 
tween Fallbridge, Wash., and Bend, Ore. The applicant’s out- 
standing shares of corporate stock are owned by the Spokane, 
Portland & Seattle Railway Company, whose capital stock in 
turn is owned, one-half each, by the Great Northern and the 
Northern Pacific. 

The extensions will be from Bend to Klamath Falls, a dis- 
tance of approximately 170 miles, and from “Junction Point,” in 
Klamath county, to Klamath Falls, a distance of approximately 
80 miles. The applicant said the territory to be served con- 
tained approximately forty billion feet of merchantable timber 
and embraced considerable areas of farming land. 


SOME WATER COMPETITION 


The Trafic World Washington Bureau 


The Commission now has before it a situation indicating 
that, while competition by water, in the Mississippi and Ohio 
valleys, for a time, was negligible, if not non-existent, that is not 
the fact now. It is a proposal by the rail carriers to meet, from 
Birmingham and related groups to Memphis, a rate situation 
brought about, in part, at least, by tariffs which the Commission 
allowed to go into effect April 20. Those tariffs were Inland 
Waterways Company, I. C. C. Nos. 1 and 2, publishing rates on 
iron and steel articles, No. 1 from Pittsburgh to Memphis, via 
Louisville, and No. 2 from Pittsburgh to St. Louis. 

‘Protests and requests for suspension were made by St. Louis 
iron and steel interests, but the tariffs were allowed to go into 
effect May 7. Their effect was to enable shippers of iron and 
steel from Pittsburgh to move their products by a water-and-rail 
route at rates lower than all-rail. The most significant part of 
the situation, it is believed, is the fact that the Louisville & 
Nashville by means of those tariffs made a joint rate with a car- 
rier by water to carry the traffic by rail after it had come to 


Louisville by water, in competition with all-water routes, both to 
St. Louis and Memphis. 


Almost coincident with the publication of the water-and-rail 
tariffs came the proposal of the rail carriers serving the Bir- 
mingham district to meet the situation created by the water- 
and-rail route rates allowed to go into effect April 30, by reduc- 
ing the rail rates from Birmingham, Chattanooga and Knoxville. 
The cut in the all-rail rate proposed in the tariff that will be- 
come effective May 15 unless suspended, will be from 32 to 25 
cents per 100 pounds, from Birmingham to Memphis. The pro- 
posal is carried in supplement No. 8 to Speiden’s I. C. C. No. 832. 

A third situation, which, however, is being held static by a 
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suspension order, I. and S. No. 2403, involves rates on iron and 
steel articles from Atlanta, Birmingham, points in Tennessee, 
and other points in Georgia and Alabama, to Mobile, on rail-and- 
barge traffic, intended for steamer carriage beyond, principally 
to Texas ports. A revision, chiefly upward was proposed, al- 
though there were some reductions. The particular thing that 
caused protest and upon which the suspension was based, was 
proposed increase in the rate on cotton ties and buckles from 
Atlanta to Mobile, from 15 to 24 cents. 

While there is nothing official on that point, there is an im- 
pression that the carriers, in filing Hough and Speiden tariffs, 
proposed things they did not really intend, in an effort to meet 
the situation created by the two rate revisions before mentioned; 
that is, the ones in which the Louisville & Nashville showed its 
willingness to enter into joint rate arrangements with the car- 
riers on the Ohio River, in competition with such all-water serv- 
ice as there may be, part of which is provided by the barges 
used in the service of the United States Steel Corporation and 
one of the Standard Oil companies. The latter uses barges on 
a River, and it is understood on the Ohio for some 
traffic. 

It is the belief that the joint rate arrangements into which 
the rail carriers are entering with the carriers by water will 
have a big effect on iron and steel rates in the southeast and the 
southwest, and, sooner or later, on other kinds of traffic. A 
thought is that arrangements will place in jeopardy the “dry 
land basis” of rates which the rail carriers sought to establish 
after the decision in the Memphis-Southwestern Investigation 
case and I. and S. No. 1303. 





SANTA FE SUBSIDIARY BONDS 


The Commission has authorized the Gulf, Beaumont & Great 
Northern Railway Company to issue to the Santa Fe, the parent 
company, one registered general mortgage 6 per cent gold bond 
in the denomination of $400,000 in satisfaction of a like amount 
of indebtedness for advances for capital purposes. In a like 
case the Jasper & Hastern Railway Company was authorized to 
issue a bond for $1,425,000 to the Santa Fe for the same purpose. 
The state of Texas filed a protest in each case but the Commis- 


sion approved the applications, following its decision in the case 
of the North Texas & Santa Fe. 


CLINCHFIELD RAILWAY LEASE 


The Louisville & Nashville has applied to the Commission 
for an extension of time until December 31, 1925, for filing its 
application for authority to construct the proposed connections 
between its McRoberts Line and its Harlan County Branch, on 
the one hand, and the Carolina, Clinchfield & Ohio, on the 
other, as required by the Commission in its order authorizing 
the Louisville & Nashville and the Atlantic Coast Line to lease 
the property of the Carolina, Clinchfield & Ohio. 





ABANDONMENT OF LINE 


The Delaware & Northern has been authorized by the Com- 
mission to abandon its Andes branch in Delaware county, New 
York, extending from Andes Junction to Andes, a distance of 
about eight miles. The report said the branch traversed a 
mountainous and sparsely settled area. Receivers of the line 


were directed to make application for permission to abandon 
the branch line. 


NEW ENGLAND DEMURRAGE 


The report of the New England Demurrage Commission for 
March, 1925, shows 235,024 cars reported, with an average de- 
tention of 1.58 days, 86.4 per cent of cars released on free time, 
and $118,680 demurrage assessed, as against the following fig- 
ures of March, 1924: 243,174; 1.60; 86.5; $127,236. 





Digest of New Complaints 


No. 16731, Sub. No. 4. Arctic Ice Machine Co., Canton, Ohio, and 
Greer Steel Co., Dover, O., vs. Pennsylvania R.R. Co. 

Unjust and unreasonable rates on iron and steel articles between 
points in eastern Ohio and western Pennsylvania. Asks for rea- 
sonable rates and reparation. 

No. 16731, Sub, No. 5. The Strong, Carlisle & Hammond Co., Cleve- 
land, O., vs. Pennsylvania R. R. Co. 

Unjustly discriminatory, unduly preferential and unduly preju- 
dicial rates on iron and steel articles from: Economy, Sewickley 
and Pittsburgh, Pa., to Youngstown, O., and from Youngstown to 
Cleveland. Asks for just and reasonable rates and reparation. 

No. 16880, Sub. No. 5. Milne Lumber Co., St. Louis, Mo., vs, Illi- 
nois Central. 

Demurrage charges alleged to be in violation of Section 6, im- 
posed on a car of lumber shipped from Corinth, Miss., to Marine, 
fil., and there reconsigned to Decatur, Ill. Asks for reparation. 

No. 16880, Sub. No. 6. Milne Lumber Co., St. Louis, Mo., vs. Michi- 
gan Central and Illinois Central. 

Alleges illegal collection of demurrage in violation of sixth 
section on a carload of lumber shipped from Marshall, Tex., to 
one, Ill., and reconsigned to South Bend, Ind. Asks for repa- 
ration. 


No. 16880, Sub. No. 7. Milne Lumber Co., St. Louis, Mo., vs, Detroit, 
Toledo & Ironton. 
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Alleges illegal demurrage charges on a carload of lumber from 
Pontotoc, Miss., and from Mann Spur, Ga., shipped to Marine, 
Ill., and Carpenter, Ill, and reconsigned to Detroit. Asks for 
reparation, 


No. was, xperence (Ala.) Chamber of Commerce vs. Norfolk South- 
ern et al. 

Rate in violation of the first four sections of the act ,on soy 
beans from Chapanoke, N. C., to Russellville, Ala.. Asks cease 
and desist order, just and reasonable rates and reparation. 

No, — . Bahr Bros. Mfg. Co., Marion, Ind., vs. C. C. C. & St. L. 
et al. 

Rates in violation of the first three sections of the act, on 
castings (fillings for paper mill machinery) from Marion, Ind., 
to various interstate destinations, representative points being 
Grand Rapids, Mich., Nashville, Tenn., and Denver, Colo. Asks 
for fourth-class rating in all three classification territories, in 
L. ~~" L. quantities, and fifth in carload lots, minimum 36,000 
pounds. 

No. 16886. C. K. Williams & Co., Easton, Pa., vs. Lehigh Valley et al. 

Rates in violation of the first three sections of the act, on ma- 
terial described as ‘‘Copperas’” and by other designations from 
Farrell, Pa., to Easton, Pa., via interstate route. Asks cease 
and desist order and reparation. 

No. 16888. Chattanooga Wheelbarrow Co., Chattanooga, Tenn., vs. 
Nashville, Chattanooga & St. Louis et al. 

Rates and charges in violation of the first three sections of the 
act, on wheelbarrows from Chattanooga, Tenn., to Los Angeles, 
Calif. Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 16893. Public Service Company of Colorado, Denver, Colo., vs. 
Union Pacific. : 

Rates and charges in violation of sections 1 and 3 of the act, 
on gas oil in tank carloads from Parco Wyo., to Denver, Colo. 
Asks cease and desist order, just and reasonable rates, and 
reparation. 

No. 16889. Stauffer Chemical Company of Texas, Houston, Tex., vs, 
Houston & Brazos Valley et al. 

Unreasonable rates on refined sulphur from Freeport, Tex., to 
Fresno, Livney and Los Angeles, Calif. Asks cease and desist 
order and reparation. 

No. 16890. Stauffer Chemical Company of Texas, Houston, Tex., vs. 
Houston & Brazos Valley et al. 

Unreasonable and discriminatory rates on crude ground sul- 
phur from Freeport, Tex., to Carl Junction, Mo. Asks cease and 
desist order and reparation. 

No. 16891. Milne Lumber Co., St. Louis, Mo., vs. New Orleans Great 
Northern et al. 

Unlawful charges on shipment of yellow pine lumber from 
Franklinton, La., to Jackson, Miss., there dressed and forwarded 
to — Ill., and reconsigned to Bloomington, Ind. Asks rep- 
aration. 


No. 16892. American Cement Tile Mfg. Co., Pittsburgh, Pa., vs. Penn- 
sylvania et al. 

Charges in violation of first two sections of the act, on ce- 

. ment roofing slabs, carloads, from Wampum, Pa., to Toronto, 
Ont. Asks just and reasonable rates and reparation. 
No. 16894. Swiftsure Petroleum Co., Houston, Tex., vs. Missouri 
Pacific et al. 

Rate in violation of the first three sections of the act, on 
petroleum crude oil from Smackover, Algulf and Eldorado, Ark., 
to Texas City, Tex. Asks reparation. 

No. 16895. Towers Hardware Co., Jacksonville, Fla., vs. Pennsylvania 
et al. 

Charges in violation of the first three sections of the act, on 
window glass from Jeannette, Pa., to Jacksonville, Fla. Asks cease 
and desist order, just and reasonable rates and reparation. 

No. 16896. ‘Transcontinental Oil Co., Pittsburgh, Pa., vs. B. & O. et 
al. 

Unreasonable rates on petroleum and its products from Beckett, 

Bristow, Okmulgee, Tulsa and Wilson, Okla., to Blue Creek, W. 
Va. Asks cease and desist order, just and reasonable rates, and 
reparation. 

No. 16897. Chamberlin Furniture Co., Casper, Wyo., vs. James C. 
Davis, Director General, as agent. 

Unreasonable and unlawful charges on wooden chairs from 
Winston-Salem, N. C., to Casper, Wyo., and on dry goods from 
Nashua, N. H., to Casper, Wyo. Asks reparation. 

No. 16898. J. J. McCabe Lathe & Machinery Corp., New York, N. Y., 
vs. New Haven et al. 

Unreasonable rates in violation of section 6 of the act, on ma- 
chine parts from Providence R. I., to Jersey City, N. J. Asks 
reparation. 


No. Pe 0 Alexandria Refining Co., Alexandria, La., vs. Missouri 
acific. 

Unreasonable and unlawful rates on crude oil and fuel oil from 
Eldorado, Norphlet and Smackover, Ark., to Alexandria, La. 
Asks reparation. 

No. 16900. Atlantic Cotton Asso., et al., Atlanta, Ga. vs. Akron, Can- 
ton & Youngstown et al. 

This complaint concerns the reasonableness and propriety of the 
rates and system of rates on cotton throughout Southern Classi- 
fication territory and from such territory to eastern port cities 
and interior eastern mill points and in addition thereto the reason- 
ableness and propriety of the transit rules and charges governing 
the transportation of cotton between points in the territories de- 
scribed. Complaint says object of proceeding is to obtain the 
establishment of a different system of cotton rates between points 
in Southern Classification territory and from such territory to 
eastern port cities and interior eastern mill points according to 
which compression of cotton will be optional with shippers instead 
of being optional with carriers, suitable rate charges to be pre- 
scribed so as to distinguish between cotton which is delivered to 
carriers in a compressed state, cotton which is delivered uncom- 
pressed-to carriers with direction that it be compressed in transit, 
and cotton which is delivered uncompressed to carriers with 
directions that it be delievered uncompressed; also to obtain 
establishment of a just and reasonable and uniform code of transit 
rules, regulations and charges surrounding the transportation and 
merchandising of cotton, the character and measure of such rea- 
sonable and non-discriminatory transit to be determined from the 
point of view of the right to such transit rather than as at present 
providing transit with such character of restrictions as are in- 
tended primarily to serve the interests of the carriers. 

No. 16901. Drayage absorptions by Southwest. Missduri Railroad. 

-This is ‘an investigation instituted by the Commission on its 
own motion with respect to the lawfulness and propriety of 
Southwest Missouri tariff I. C. C. No. 12, and practices there- 
under, which provides for absorptions on account of drayage of 
ore from mines and switches to the Southwest Missouri terminals 


and loading tracks at Picher, Hockerville and other points in 
Oklahoma. ‘ 
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Fast Time—Low Rates—Careful Service 


Between Eastern and Atlantic States points 
and the Northwest. One boat every other day. 


Look at the map and see the territory we serve. 


Fast steamers between Duluth and Port Huron, Michigan, connecting at Duluth with 
Western Trunk Lines, and at Port Huron with Eastern Trunk Lines (via the Grand Trunk & 
Pere Marquette Systems). We are parties to published joint through rates between Eastern 
and Atlantic States points and the Northwest. 


Our time is as fast, and often faster, than by rail. And, because we have exclusive 
docks at both terminals, we load and unload with the greatest economy and dispatch. 


We are particularly careful in handling and storing, and in order to insure greater 
safety in trucking we built uniform gangways in our docks to fit our boat openings. We also 
use skids and slides in handling flour and sacked goods because we believe it’s safer than 
dumping. 


® 
All boats have modern refrigeration located between decks so we can truck in on a 
level and avoid any risks in handling by other means. 


But the main things are personal care and attention; the desire-to-please spirit. We 
honestly try to handle your merchandise as carefully as we would our own. 


Note—To play safe we've chartered three steamers: Spokane, Palmer and Brandon to insure 
adequate service at the start. 


Minnesota-Atlantic Transit Co. (‘temic’) Duluth 


F. R. Levins, Vice Pres. in Charge of Traffic a . A. R. Sheff, General Freight Agent 
Minneapolis—J. L. Losie, West. Traf. Mgr.: E. E. Swan, Comc’l Agt., 205 Metropolitan Life Bldg. 
St. Paul—R. L. McDonald, Gen’l Agt., 709 Merchants Bank Bldg.: Detroit—W. A. Young, Gen’l Agt., 1500 Real Estate Bldg. 
New York—Gordon Paterson, East. Mgr.: George P. Russell, Gen’! Agent: I. R. Jones, Trav. Frt. Agt., Woolworth Bldg. 
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No. 16902. Boylston Coal Corp., et al., Boston, Mass., vs. New York 
New Haven & Hartford. : 

Alleged violations of sections 1, 2, 3 and 10 of the interstate 
commerce law in the matter of rates on bituminous coal from 
producing regions in West Virginia and Pennsylvania to stations 
within the corporate limits of Boston, the question raised being 
whether the flat Boston rate should be applicable to all points 
within the corporate limits of Boston. Asks for a cease and 
desist order and reparation. ‘ . 

No. 16903. Federated Metals Corp., New York City, vs. B. & O. et al. 

Alleges rates on scrap brass and scrap copper are discriminatory 
and prejudicial because relatively lower rates are accorded to 
other commodities such as pig tin, pig lead, slab zinc and various 
other metals and manufactured products, between points in official 
classification territory chiefly but also between points in official 
classification territory and points in Western and Southern ter- 
ritory. Asks for lawful rates and reparation. 

No. 16904. The J. B. Williams Co., Glastonbury, Conn., vs. Central 
New England et al. 

Alleges the fifth class rate of 52 cents on red oil from Ivorydale, 
O., to East Hartford, Conn., is unjust, unreasonable, unduly pre- 
judicial and in violation of section 6 to the extent it exceeds 43% 
cents. Asks for a cease and desist order, rates for the future, and 
reparation. 

No. 16905. F. & O. Cedar Works, Ltd., New York, N. Y., vs. Pennsyl- 
vania, et al. 

Unjust, unreasonable and excessive rates on cedar wood pencil 
slats from Shelbyville, Tenn., and Huntsville, Ala., to Angora, Pa., 
and Jersey City, N. J., applied on shipments between March 29, 
1923, and February, 1925. Asks for a rate not exceeding by 20 
per cent the rate on lumber of the same kind, and reparation. 

No. 16906. Oklahoma Traffic Assoc. et al., Oklahoma City, Okla., vs. 
- Santa Fe, et al. 

Unreasonable rates, in violation of section 4 of the act, on 
pig lead from Kansas City, Mo., to Oklahoma City, Okla. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. 16907. Olivitt Brothers, Inc., New York, N. Y., vs. Norfolk & 
Portsmouth Belt Line, et al. 

Unjust, unreasonable and illegal charges on a carload of fresh 
tomatoes originating at Palmetto, Fla., consigned to Norfolk, Va., 
and reconsigned to New York, by reason of the application of the 
combination of locals instead of a joint through rate. Asks for 
reparation. 

No. 16908. Manufacturers Traffic Bureau, et al., St. Joseph, Mich., 
vs. Belt Railway Company of Chicago, et al. 

Unjust, unreasonable, unjustly discriminatory and unduly 
prejudical rates on sand from the Ottawa and Utica, Ill., groups 
in the Ottawa district to Benton Harbor and St. Joseph, Mich. 
Asks for reparation on shipments made between July 1, 1922, and 
October 15, 1924. 

No. 16909. S. A. Foster Lumber Co., Lincoln, Nebr., vs. Valley & 
Siletz R.R., et al. 

Alleges unduly prejudicial rates and charges on 213 earloads of 
lumber shipped between August, 1922, and March, 1923, from 
Foster, Ore., to destinations in Colorado, Iowa, Kansas, Missouri, 
Nebraska, Utah and Wyoming. Asks for reparation. 

No. _—— Milne Lumber Co., St. Louis, Mo., vs. New York Central, 
et al. 

Alleges illegal collection of demurrage on a carload of yellow 
Pine from Pickering, La., to Detroit, reconsigned from Thebes, 
tll. Asks for reparation. 

No. hohe Kyoleum Co., Nashville, Tenn. vs. Director General, as 
agent. 

Alleges assessment of charges on ten carloads of fuel oil from 
Tulsa, Okla., to Woodlawn, Pa., reconsigned from St. Catherine’s, 
Ont., in Oct., 1918, in violation of the sixth section of the inter- 
state commerce act and section 10 of federal control act. Asks 
reparation. 

No. 16912. Milne Lumber Co., St. Louis, Mo. vs. Detroit & Toledo 
Shore Line et al. 

Alleges overcharge demurrage on shipments of lumber from 
Haslam, Tex., to Herrick, Ill., reconsigned to Bloomington, Ind. 
Asks reparation. 

No. 16913. The Chamber of Commerce of Kansas City, Mo., et al., 
vs. Aberdeen & Rockfish et al. 

Alleges that rates published and maintained by defendants for 
transportation of property between Kansas City, Atchison, and 
Saint Joseph and points east of the Indiana-lIllinois state line, and 
north and south of the Ohio and Potomac Rivers, which are 
relatively higher, distance and transportation conditions con- 
sidered, than the rates contemporaneously: in effect for the trans- 
portation of like property between points in Illinois, Wisconsin, 
Minnesota, Iowa and Missouri, on the one hand, and territory 
east of the Indiana-Illinois state line, and north and south of 
the Ohio and Potomac Rivers, on the other, were, are, and in 
the future will be unjust and unreasonable, unjustly discrimina- 
tory and unduly prejudicial and disadvantageous to shippers and 
receivers of freight at Kansas City, Atchison and St. Joseph and 
unduly preferential of their competitors in Illinois, Wisconsin, 
Minnesota, Iowa and Missouri. Complainant says that this com- 
plaint is a companion to Omaha Chamber of Commerce vs. A. & 
R. R. R. Co., I. C. C. Docket No. 16226, and that complainants 
pray that the two cases bé consolidated and heard on one record. 


Asks cease and desist order, just and reasonable rates and charges, 
and reparation. 


No. 16914. Inland Crystal Salt Co., Salt Lake City, Utah, vs. C. M. 
& St. P. et al. 

Unreasonable rates on salt from Crystal, Utah, to points in 
Montana. Asks reparation. 

No. 16915. Milk and cream in Indiana. 

This is an investigation on the Commission’s own motion into 
express and baggage car service rates on milk and cream in 
Indiana. 

No. 16916. Dennis, Kimball & Pope, Inc., New York City, vs. Ameri- 
can Railway Express Co., et al. 

Unreasonable and unlawful rates and charges on fresh and green 
fruits and vegetables from points in California to New York, N. Y. 
Asks reparation. 

No. 16917. Northwestern Fruit Exchange, ‘Wenatchee, Wash., vs. 
Spokane International et al. Si 


Unreasonable and illegal charges on one earload of boxed apples ~ 


from Parks Spur, Wash., to Milwaukee, Wis. Asks cease and 
desist order, and»reparation. : i 


Toledo, Saginaw & Muskegon. 


Warsaw, Ind., to Greenville, Mich. Asks for reparation. 


No. 16919. E. C. Palmer & Co., Ltd., New Orleans, La., vs. Chicago 
Great Western et al. 


Unreasonable rates on newsprint paper and printing paper from 


oe Siew, ye? 7 Se Sts 


Unreasonable and illegal charges on carload Of lumber from 
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Port Edwards and Wisconsin Rapids, Wis., to Dallas, Tex. Asks 
for reparation. 

No. 16920. F. S. Murphy Lumber Co., San Francisco, Calif. vs. 
Western Pacific etc al. 

Illegal rates and charges on lumber and products from Quincy 
Junction, Calif., to various interstate destinations. Asks cease 
and desist order and reparation. 

No, gow Tulsa Traffic Association et al., Tulsa, Okla. vs. Santa Fe 
et al. 

Rates in violation of the first three sections of the act, on rig 
irons, oil well supplies, pipe and casing, k. d. iron and steel tanks 
complete, combination wood and steel derricks, all steel derricks, 
wooden bull wheel arms, cants and pins, etc., from Tulsa to 
Points in Colorado, New Mexico, Wyoming, Montana and Cali- 
fornia. Asks cease and desist order, reasonable rates and repara- 
tion. ; 

No. 16922. Seaboard Live Stock Traffic Bureau et al., Jersey City, 
NW. J. va A. © & Y. etal. 

Unreasonable charges in violation of section 6 of the act, on 
sheep in double deck cars of 36 feet, 7 inches, and under, in length. 
Asks cease and desist order, just and reasonable minimum weight 
and reparation. 

No. 16923. Port of New York Authority vs. Santa Fe et al. 

Alleges that defendants have failed and refused to establish 
joint through rates via the Hell Gate route, between points on 
Long Island railroad and points west of New York state and 
Pennsylvania. Asks establishment of reasonable rates and 
through routes. 

No. 16924. Harman & Hulsey, Tampa, Fla. vs. Director General as 
agent. 

Overcharge on dried lima beans from Santa Monica, Calif., to 
Tampa, Fla. Asks reparation. 

No. 16925. Baker & Holmes Co., Jacksonville, Fla. vs. Pennsylvania 
et al. 

Charges in violation of the first four sections of the act, on 
building paper from Dowington. Pa., to Jacksonville, Fla. Asks 
cease and desist order, reasonable rates, and reparation. 

No. 16926. Allen Manufacturing Co. et al, Nashville, Tenn. vs. Ala- 
bama Great Southern et al. 

Rates in violation of the first three sections of the act, on pig 
iron from Birmingham, Ala., and points taking the same rates, 
and points made with relation thereto, to Nashville, Tenn. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. 16927. Florence. Ala.. Chamber of Commerce vs. Santa Fe et al. 

Rates in violation of the first three sections of the act on dried 
beans from points in Montana and Idaho to Florence, Sheffield 
and Tuscumbia, Ala. Asks cease and desist order, reasonable 
rates, and reparation. 

No. seg + encegeacemed Association of Chicago Heights, Ill. vs. B. 
& O. et al. 

Rates in violation of the first four sections of the act on lin- 
seed oil from Chicago Heights, Ill., to Birmingham, Ala., Glasgow, 
Ky., Louisville, Ky., Monroe and New Orleans, La., and Mobile, 
Ala. Asks cease and desist order, reasonable and non-discrim- 
inatory rates, and reparation. 

No. 16929. Arkansas City Milling Co. et al Arkansas City, Kansas 
vs. Alabama & Vicksburg et al. 

Rates in violation of sections 1. 3 and 4 of the act, on wheat, 
coarse grain and the products thereof, from points in Kansas 
south of the main line of the Union Pacific extending in an east- 
erly and westerly direction through the state of Kansas to Mem- 
phis, Tenn., locally, and when destined beyond, and to destina- 
tions in Arkansas and Louisiana. Asks cease and desist order, 
and just and reasonable rates. 

No. 16930. Dillman Egg Case Co., Caruthersville, Mo. vs. Santa Fe 
et al. 

Rates and charges in violation of sections 1, 2, 3, 4, and 13 of 
the act, on lumber, box lumber and shooks, egg case material and 
other forest products from Caruthersville. Mo.. to destinations in 
Tllinois, Indiana. Iowa, Kansas. Michigan, Minnesota, Missouri. 
the Dakotas, Nebraska and Wisconsin. Asks cease and desist 
order, just and reasonable rates, and reparation. 

No. 16931 Ladd Lime & Stone Co.,Atlanta. Ga. vs. L & N. et al. 

Unreasonable rate on ground limestone from Ladd, Ga., to 
Henry, Tenn. Asks reparation. 

No. 16932. American Radiator Co. et al, Buffalo, N. Y. vs. Detroit & 
Toledo Shore Line et al. 

Rates and charges in violation of the first three sections of the 
act on refuse sand from Detroit. Mich.. to Indianapolis, Ind. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 16933. The United States Gypsum Co., Chicago, Ill. vs. St. Louis- 
San Francisco et al. 

Charges in violation of the first three sections of the act. on 
plaster from Eldorado and Southard, Okla., to various inter-state 
destinations. Asks reparation. 


No. 16934. Pensacola Cooperage Co., Pensacola. Fla. vs. L. & N. 
Rate in violation of sections 1 and 2 of the act on staves and 
heading from Camden, Ala., to Pensacola. Fla. Asks cease and 
desist order, just and reasonable rate, and reparation. 


No. 16935. Apache Powder Co., Bisbee, Ariz.. vs. Santa Fe et al. 
Rates in violation of the first three sections of the act, on sul- 
phuric acid from El Segundo and other California noints to Cur- 
tiss, Ariz. Asks cease and desist order, reasonable rates and 
reparation. 


No. 16936. FE. IT. Du Pont de Nemours & Co., Wilmington, Del. Vs. 
Lehigh Valley et al. 

Unreasonable rates, in violation of section 6. on ‘‘chemicalware 
brick” from Perth Amboy, N. J. to duPont, Wash. Asks cease 
and desist order, just and reasonable rates, and reparation. 

No. 16937. The Tennessee Electric Power Co., Chattanooga, Tenn. 
vs. L. & N. et al. 

Unreasonable rates. ratings and charges in violation of the 
long-and-short-haul clause. on electrical machinery or trans- 
former cores from Ocoee. Tenn., to Pittsfield. Mass. Asks cease 
and desist order, reasonable rates, and reparation. 

No. 16938. E. I. Du Pont De Nemours & Co., Wilmington, Del., VS. 
B. & O. et al. 

Rates in violation of the first three sections of the act. on 
black powder from Oriental Siding, Fairchance. Pa., to stations 
on the Western Maryland, as compared with rates from Youngs- 


< * town. 0. Asks. cease and desist order, reasonable rates and 
ee a reparation. ~ ae 
No. 16918. Nichols & Cox Lumber Co., Grand Rapids, Mi hej V8" "No. . :: road: 








Mmissioners of the State of Florida, Talla- 
berdeen & Rockfish et al. 

Areasonable rates on citrus fruits, vegetables. 
melons, pineapples and strawberries from Florida to all destina- 
tions. Asks cease and desist order, just and reasonable rates 
and investigations of carload minima on commodities named 
and establishment of just and reasonable minima. 
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A POOR DELIVERY OF YOUR MERCHANDISE 
MAY SPOIL THE WORK OF YOUR 
BEST SALESMAN 


If you are doing any business in Indiana, Ohio and Michigan 
you cannot afford to overlook the value of 


ELECTRIC RAILWAY FREIGHT SERVICE 


WE INVITE YOUR FULL INVESTIGATION 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 











Note. items in the Docket marked-with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere, 


May 11—New York, N. Y.—Chief Examiner Butler: 
* 1. & S. No, 1933—Commutation fares between points on the New 
York, New Haven & Hartford Railroad. 


May 11—St Joseph, Mo.—Examiner Woodrow: 
1. and S. No. 2388—Grain and grain products between Kansas points 
and St. Joseph, Mo. ° 
vat A 11—Washington, D. C.—Examiner Kelley: 
al. Dkt. No. 367—In re tentative valuation of the property of 
Nashville, Chattanooga & St. Louis Ry. et al. (further hearing) 
May 11—Chicago, Ill.—Examiner Koebel: 
12400, Sub. No. 1—J. Hungerford Smith Grape Juice Co. vs. A. G. S. 
R. R., Director General et al. (Further hearing.) 
= oy Grape Juice Company et al. vs. Abilene & South- 
ern Ry. et al. 


re 11—Tulsa, Okla.—Examiner Eshelman: 
16433—Oil Well Improvements Company vs. Santa Fe et al. 
— ew Tank Manufacturing Company vs. B. & O. R. R. 
et al. 


May 11—Tuscaloosa, Ala.—Examiner Trezise: 
16280—Alabama Feed & Grocery Co. et al. vs. A. G. S. R. R. et al. 


Portions of fourth section application Nos. 1024 et al, filed by 
A. & W. P R. R. et al., in re rates on canned goods from Tennes- 
see producing points to Tuscaloosa, =~—E" and Montgomery, 
Ala., Columbus and Meridian, Miss., and Mobile, Ala., etc. 


er 11—Washington, D. C.—Examiner Turner: 
menos. No. 3929—Excess income of the Sioux City Terminal Rail- 
way Co. 

May 12—St. Joseph, Mo.—Examiner Woodrow: 

* | and S. No. 2394—Cancellation two-car-for-one-car rule on cooper- 
age in Western Trunk Line territory. 


May 12—Birmingham, Ala. Examiner Trezise: 
16342—Southern Steel & Rolling Mill, Inc., vs. L. & N. R. R. 
* 1. and S. No. 2401—Routing lumber from Gulf & Ship Island R. R. 
stations to Cincinnati, Ohio. 


Poy Seren, Ore.—Examiner Harraman: 
14047—Mutual Creamery Company vs. Amer. Ry. Express Co. et al. 
(Further hearing.) 


roy 12—Denver, Colo.._Examiner Gaddess: 
16613—The State of Colorado et al. vs. Santa Fe et al. 
16614—The State of Colorado and the Public Utilities Commission of 
Colorado vs. Santa Fe et al. 


May 14—Washington, D. C.—Examiner Law: 
Finance No. 3756—Excess income of the Gulf & Sabine River Rail- 
road Company. 


rag! 14—Chicago, Ill.—Examiner Koebel: 

16116—Indiana State Chamber of Commerce vs. Santa Fe et al. 
16392—H. D. Conkey & Company et al vs. Santa Fe et al. 
16563—National Fireproofing Company vs. P. R.R. et al. 


May 14—Florence, Ala.—Examiner Trezise: 
16684—Florence Chamber of Commerce vs. A. & V. Ry. et al. 
1. and Sv No. 2357—Petroleum, Gulf ports and related points to Ala- 
bama and Tennessee. 


May 14-15—Argument at Washington, D. C.: 

I. and S. No. 2262—Protective service rules on perishable freight. 

Say 15—Washington, D. C.—Examiner Davis: 

* Finance No. 4792—Joint a of the Southern Bell Telephone 
& Telegraph Co, and Robert L, Horsman et al. for a certificate 
that the proposed sale and purchase of certain telephone prop- 
erties in Florida will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 

* Finance No, 4793—Joint application of the Piedmont Telephone & 
Telegraph Co. and the Rutherford County Telephone Co, for a 
certificate that the proposed sale and purchase of certain tele- 
phone properties in North Carolina will be of advantage to the 
— to whom service is to be rendered and in the public in- 
erest. 

* Finance No. 4798—In the matter of the joint application of the 
Southern Bell Telephone & Telegraph Co. and Eugene Morrison 
et al. for a certificate that the proposed sale and purchase of 
certain telephone properties in North Carolina will be of ad- 
vantage and in the public interest. 

* Finance No. 4799—Joint application of the Bell Telephone Co. of 
Pennsylvania and the Bethel & Mt. Aetna Telephone & Telegraph 
Co. for a certificate that the proposed exchange of certain tele- 
phone properties in Pennsylvania will be of advantage and in 
the public interest. 


May 15—Topeka, Kan.—Examiner Eshelman:~ 

I. and S. No. 2389—Rates on horses and mules to, from or between 
southwestern points. 

12358—Texas Live Stock Shippers’ Protective League et al. vs. Di- 
rector General et al. 

13627—Burnett-Yount Horse & Mule Co. et al. vs. A. & S. Ry. et al. 

13619—Ross Bros. Horse & Mule Co. et al. vs. Un. Pac. R. R. et al. 
(Further hearing in these proceedings.) 


May 16—Keokuk, Iowa.—Examiner Woodrow: 
I. and S. No. 2393—Paper articles between Columbus, Norfolk and 
Schuyler, Neb., and St. Louis group points. 


May 16—Argument at Washington, D. C.: 
be a a Coal Company et ai. vs. Monongahela Valley Traction 
. et al. 


Ser arevatte Box Board & Paper Co. vs. C. C. C. & St. L. Ry. 


May 16—San Francisco, Cal.—Examiner Harraman: 
14047—Mutual Creamery Company vs. Amer. Ry. Express Co. et al. 
(Further hearing.) 

* 12680—American Fruit & Vegetable Shippers Association et al. vs. 
American Ry Express Co. et al. (Hearing for Western shippers 
to present proof of shipments.) 

~- 18—Washington, D. C.—Examiner Boles: 

* Finance No. In the matter of the application of the Penn- 
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sylvania, Ohio & Detroit R. R. Co. for authority to issue capital 
stock, and of the P. O. & D. R. R. and the Pennsylvania R. R. 
Co., for a certificate of public convenience and necessity author- 
izing the operation of certain lines of railroad. 


May 18—Topeka, Kans.—Examiner Eshelman: 
* |. and S. No. 2398—Grain and grain products from Argo and Blue 
Island, Ill., to Eastern and Canadian points via rail and lake. 


May 18—Washington, D. C.—Examiner Hillyer: 
* “¢ & S. No. 2392—Newspapers in baggage cars in C. F. A. and Trunk 
Line territories. 


May 18—Salt Lake City, Utah—Public Utilities Commission of Utah: 

* Finance No. 4599—Application of the National Coal Railway Com- 
pany for a certificate of public convenience and_necessity author- 
izing the. construction of a railroad in Carbon County, Utah. 


May 18—Boston, Mass.—Interstate Commerce Commission and the De- 
partment of Public Utilities of Massachusetts: 

Finance No. 4353—Application B. & M. R. R. to abandon portions 
of its Lowell & Lawrence and Salem & Lowell branches in Essex 
and Middlesex Counties, Mass. 

Finance No. 4477—Application B. & M. R. R. to abandon its line 
from Wakefield Center to Newburyport, in Essex and Middlesex 
Counties, Mass. 

Finance No. 4590—Application B. & M. R. R. to abandon its South 
Reading branch in Middlesex and Essex Counties, Mass. 

Finance No. 4591—Application B. & M. R. R. to abandon a portion 
of its Lawrence branch between Danvers and North Andover in 
Essex County, Mass. (further hearing). 


May 18—Lexington, Ky.—Examiner Trezise: 
|; and S. No. 2379—Forest products between Kentucky and Tenn- 
essee points. 
May 18—Argument at Washington, D. C.: 
15734—-Detroit Chemical Works vs. Canton R. R. et al. 
15933—Saugatuck Lumber and Coal Company et al. vs. A. C. & Y. 
Ry. et al. 
11894—In the matter of rates, fares and charges applicable between 
points in the state of Indiana. (In re Cannelton Sewer Pipe Co.) 


May 18—Washington, D. C.—Examiner Law: 
Finance No. 3811—Excess income of the Louisiana & Northwest 
Railroad Company. 
May 19—Chicago, Ill.—Examiner Koebel: 
1. and S. No. 2384—Combination rule and rates on brick and drain 
tile, Iowa to Minnesota and Wisconsin points. 
1. and S. No. 2366—Brick and drain tile, Iowa to Ashland, Wis. 
May 19—Washington, D. C.—Examiner Faris: 
Val. Dkt. No. 399—In re tentative valuation of the property of 
Tionesta Valley Railway Company. (Further hearing.) 


May 19—Trenton, N. J.—Board of Public Utility Commissioners of New 
Jersey: 

Finance No. 4673—In the matter of the joint application of the Cam- 
den & Burlington County Ry. Co. and the Pennsylvania R. R. Co., 
lessee, for authority to abandon the Burlington Branch of the 
Camden & Burlington County Ry. 


May 19—Argument at Washington, D. C.: 
15559—Western Indiana Gravel Company vs. N. Y. C. & St. L. R. R. 


et al. 
15832—Keokuk Shippers’ Association vs. Santa Fe et al. 
Portions of fourth section app. No. 1766, filed by Agent Emerson, 
In re rates on sugar from New Orleans, La., to Galesburg, Peoria, 
Rockford, Chicago and other points in Illinois, etc. 
15833—Keokuk Shippers’ Association et al. vs. B. & O. R. R. et al. 


May 19—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 312—In re tentative valuation of Georgia Railroad. 


May 19—Los Angeles, Cal.—Examiner Harraman: 
14047—Mutual Creamery Company vs. Amer. Ry. Express Co. et al. 
(Further hearing.) 


May 20—Argument at Washington, D. C 
15515—Moblie Chamber of Commerce 
& V. Ry. et al. 
14429—Continental Oil Company vs. Director General. 
= oe _ 7 1)—Milne Lumber Company vs. Illinois Cen- 
ral R. R. et al. 


May 20—Chicago, Ill.—Examiner Koebel: 
1. and S. No. anned Goods, Minnesota, Wisconsin, etc. to 
Eastern Seaboard and Canadian points. 

1. and S. No. 2375 (first supplemental order)—Canned goods, Minne- 
sota, Wisconsin. etc., to eastern seaboard and Canadian points. 
‘I. and §S. No. 2375 (second supplemental order)—Canned goods, 

—- Wisconsin, etc., to Eastern seaboard and Canadian 
points. 
16688—Northfield Milk Products Company vs. B. & O. R.R. et al. 


ae 20—Washington, D. C.—Examiner Arthur Van Meter: 
inance No. 3758—Excess income of the Hannibal Connecting Rail- 
road Company. 


May 21—Washington, D. C.—Examiner Law: 
Finance No. 3912—Excess income of the St. Paul Bridge & Term- 
inal Company. 


May 21—Jackson, Miss.—Examiner Trezise: 
Finance No. 4775—In the matter of the joint application of the 
Yazoo & Mississippi Valley R. R. Co. and the Illinois Central R. R. 
Co for authority of the Y. & M. V. R. R. Co. to acquire control, 
by lease, of the Alabama & Vicksburg Ry. and the V. S. & P. 
Ry. and for authority of the Illinois Central R. R. to guarantee the 
performance of said leases. 


May 21—Argument at Washnigton, D. C.: 
1567i—E. Kaner, doing business as the Wisconsin Iron & Metal 
Company vs. C. St. P. M. & O. Ry. et al. 
16121—J. E. Davis, operating as West End Scrap Iron and Metal 
Company vs. C. St. P. M. & O. Ry. 


May 21—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 346—In re tentative valuation of the property of the 
Louisiana & Arkansas Railway Company. : 
* Val. Dkt. Na. 425—In re tentative valuation of the property of the 
Cincinnati, Lebanon & Northern Ry. Co. 
"Val. Dkt. No. 429—In re tentative valuation of the property of thé 
Manufacturers’ Ry. Co. (Toledo, O.). 


and Business League vs. A. 
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United States Government Freight Services 
From Atlantic Coast and Gulf Ports 
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COLOMBIAN STEAMSHIP CO., {nc.) 
17 Battery Place New York City 


MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


New York to India 
Monthly Sailings 


MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 


Managing Operators 


AMERICAN DIXIE LINE|AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom | nosth Atlantic Ports to all Mediterran- 


West Coast Ports and Glasgow eanPortsincluding Adriatic,Black Sea 
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New —— ion" ay ay ean, WestCoastof Italy. 2SailingsaMonth 
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BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
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AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE| AMERICAN PIONEER LINE| AMERICAN PREMIER LINE 
New York to London South Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 
Weekly Sailings London Liverpool and Manchester China and Japan French Mediterranean, 
Baltimore ee Hull Monthly Sailings Month Sailings West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 
Philadelphia on nena ag and - ay! Ports to Far E “East ) Constantinople, Malta, 
to t an ines 
Boston Leith iacetiaay telat ( ‘a Monthly Sailings ” North Africa, (East of Bizerta) 






‘ Monthly Sailings 
samaeate ts on ATLANTIC GULF AND | UNITED GULF S.S.CO., (Inc. | 
J. H. WINCHESTER & CO.,(Inc.) | =HE CAROLINA COMPANY (Inc.) 
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Managing Operators Managing Operators Managing Operators Managing Operators 
AMERICAN REPUBLICS LINE AMERICAN SCANTICLINE| AMERICAN AMERICAN 
New York 
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INTERNATIONAL FREIGHTING CORP. ‘L West Street New York Ci 
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SOUTHERN STATES LINE 
New Orleans toRotterdam, Am 
sterdam. 2 Sailings a Month 
New Orleans to Bremen and 


PAN AMERICA LINE 


New York to 
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President Storey says that teamwork, courtesy, and co-operation form the 
Santa Fe Creed. Regional Advisory Boards are an example of co-operation. 
Every one benefits when the transportation machine works smoothly. 


Community of interest of the railroads, their 
patrons, and the public is generally recognized 
without argument. 


A fine spirit of co-operation has resulted and 
has become an invaluable aid in rendering trans- 
portation service. 


One outstanding example of co-operation is 
the Shippers’ Regional Advisory Boards, elev- 
eninnumber. They are voluntary organizations 
of shippers, representing production, distribu- 
tion, consumption and credit as related to trans- 
portation. 


Each board has separate commodity com- 
mittees dealing with each important commodity. 


Railroads are not represented on these boards, 
but do have separate committees of their own 
which co-operate with the commodity com- 
mittees. 


These boards consider, analyze, and solve 
many transportation problems. Through 
them railroads learn shippers’ needs in advance 
and are enabled to distribute cars to care best 
for such needs. 


Shippers learn the necessity of prompt load- 


ing, unloading, cleaning, and release of cars, and 
the importance of giving advance notice of their 
requirements. 


Friendly conferences around the table have 
been very helpful. All parties have profited 
thereby. 

Car loadings in 1923 and 1924 broke all rec- 
ords, yet the railroads moved the traffic offered 
without car shortage or delay. 


There was no magic or mystery about this 
record-breaking performance. Available fa- 
cilities were used to the best advantage by rail- 
roads and shippers. Plain common sense was 
applied in a co-operative spirit to solving a dif- 
ficult problem. 

Such co-operation made it possible to have 
the products of forests, mines, manufactures, 
and agriculture delivered without delay at rea- 
sonable cost. 


Everyone benefits when the transportation 
machine functions smoothly and without fric- 
tion. 


W. B. STOREY, President 


The Atchison, Topeka and Santa Fe Railway System 
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General Freight Service Association | HAVE You A STEAMSHIP TARIFF? | yoUyR ANNOUNCEMENT 
Traffic and Transportation Specialists fer Shippers 


Laclede Gas Light Bldg., St. Louis, Mo. 


ed. Room 6 
erence: St. Louis National Bank. 1151 South 


We are in position to supply you with Steamer 
tariff naming rates by W: the Canal 


ater 
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Professional 
Service 


POR 





HE professional service of Hodge, 
Nicolson & Porter, Inc., is based 
upon a practice of placing the 
problems of our clients exclusively be- 
fore the attention of the principals of 
our organization. 


ORSESL 


HE maintenance of this policy 
naturally limits our efforts to the 
capacity of the individual mem- 

bers of the firm, but, at the same time, 

it insures our clients the benefit of the 
broadest possible experience in the in- 
dustrial development field. 


PORLSESE 


E always endeavor to place our- 
selves in the position of the 

manufacturer or distributor who 
seeks our aid in finding a new location, 
and for this reason we have never been 
able to convince ourselves that anything 
short of personal service by an executive 
would satisfy. 





POISE 


Hodge, Nicolson 
& Porter, Inc. 


Formerly Hodge, Nicolson & Jamme, Inc. 


Industrial Real Estate 


1782 Illinois Merchants Bank Bldg. 
Chicago, Illinois 


r 





THE TRAFFIC 


LMS 
Great 


Britain 


LONDON, MIDLAND & SCOTTISH 
RAILWAY OF GREAT BRITAIN 


“THE BEST WAY” 


L. M. S. connects all the prin- 
cipal British ports with the 
whole of England, Scotland, 
Wales and industrial Ireland. 


L. M. S. carries over 150 mil- 
lion tons of freight annually. 


oe ee ee Bn | 
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For the Convenience of 


Traffic Managers 


and 


Freight Forwarders 


L.M.S. 


Great Britain 


announce 


A Freight Traffic Office in 
America where particulars 
may be obtained of: 


(1) Conveyance rates on 
merchandise from the sea- 
board to the interior of 
Britain. 


(2) Port dues, transfer 
charges, etc., from the prin- 
cipal ports. 


(3) Storage and distribu- 
- tion charges in Great Britain. 


For full information, address: 


THOMAS A. MOFFET 


Freight Traffic Manager in America 


LONDON, MIDLAND ‘& SCOTTISH 
RAILWAY OF GREAT BRITAIN 


One Broadway New York 


[EMS 


——4 Mam ose 


b> 
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Uniteds StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE| AMERICAN DELTA LINE AMERICAN DISPATCH LINE 







AMERICAN DIAMOND LINES 

















































Philadelphi: rd 
New York to Trinidad, New Ss wr other 2 ag ork ea ; m. oom vdam| GulfPorts (except New Orleans) 
the Guianas and * Philadelphia 4 to 
t Mobil P 
Virgin Islands aeante to — New —. ailing B.. ry 12 oo East Coast of South America 


Baltimore 

Rotterdam 
Hampton Roads to 
Boston Antwerp 


2 Sailings a month 

BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Gpeestore 


AMERICA FRANCE LINE 











Fortnightly Sailings Brazil and River Plate Ports 
Fortnightly Sailings 
MISSISSIPPI SHIPPING CO., (Inc.) 
New Orleans, La. 
Managing Operators 


AMERICAN DIXIE LINE|AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom 





A Sailing Every 3 Weeks 












COLOMBIAN STEAMSHIP CO., {inc.) 


MUNSON STEAMSHIP LINE 
17 Battery Place New York City 


67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 









Managing Operators 

































































































North Atlantic Ports to allMediterran- | Baltimore t 
Se Ports — eanPortsincluding Adriatic,BlackSea sage om 7 _ Daviirk New York to India 
Ori eiling amend ail tl chester} 224 Levant Ports, French Mediterran- ailing every ay: : ie 
New Or —— night Sailings oon. ane ae ae saMonth New York to Dunkirk Monthly Sailings 
New Orleans a Ports to London ean or A drintic Ports as cargo offers a saae every ae 
t a s Greek, ck Sea Ports, iladeiphia ordeaux 
H — ee t Constaatiaspeta Monthly Sailings Malta, New York | to St. Nazaire ROOSEVELT STEAMSHIP 
Senet at ene ang Gooeks Syien Cont Posts and Alex- A:Sailing Every 20 Days COMPANY, (Inc.) 
A Sailing every 10 Days Sau telnet tema COSMOPOLITAN SHIPPING CO., (inc.) 
THE EXPORT STEAMSHIP CORP. ~» Unc.) | 44 Beaver St. New York 
UNITED G S.S. CO., (Inc.) 25 Broadway New York City 42 Broadway New York City 















Whitney yee y= New Orleans, La. 






Managing Operators 





Managing Operators Managing Operators 


AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE| AMERICAN PREMIER LINE 


New Yor to London South Atlantic Ports to 






































North Atlantic Ports to Gulf and S. Atlantic Ports to 
Weekly Sailings | ondon Liverpool and Manchester China and Japan French Mediterranean, 
Baltimore to Hull Monthly Sailings Monthly Sailings West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 

' . London London, Rotterdam and Gulf Ports to Far East Constantinople, Malt 
Philadelphia il J ‘4 Phil onsta: ple, ta, 
Boston te Hu Antwerp (China, Japan an ippines) | North Africa, (East of Bizerta) 

Leith Monthly Sailings v4 cane AND Monthly Sailings 
Sears thet ANY| ATLANTIC GU UNITED GULF S. S.CO., (Inc.) 
J, H. WINCHESTER & CO.,(inc.) | THE CAROLINA COMP ORIENTAL S. S. CO., (Inc.) Whitney Central Bide. 
17 Battery Place New York City arleston, 0. \. 17 Battery Place, New York City New Orleans, La. 
Managing Operators Managing Operators Managing Operators Managing Operators 
AMERICAN REPUBLICS LINE [AMERICAN SCANTICLINE| AMERICAN AMERICAN 
New York 
-yardhy to —_RiverPlate i Sale Soren, SOUTH AFRICAN LINE | WEST AFRICAN LINE 
Monthly Sailings aitimore New York 
hee nga Brazil and to New York (Gulf via New York as offers) 
Jacksonville to saad Plate Scandinavian and A og to 
Savannah Moathty Sailings. Baltic Ports South and East African Ports | Azores, Canary Islands, Madeira 
Philadelphi Plat K Monthly Saili and West Africa 
+ mr Roads * ” 4 . 2 Sailings « Month “AHLB % & vom dnc.) Monthly Sailings 
onthly Sailings . H. BULL- ne. 
INTERNATIONAL FREIGHTING corr. | MOORE & McCORMACK CO-(Inc.) | 49 West Street New York City | qo Weat Stract’ > New Vouk Chey 
44 Whitehall Street New York City vl é 
Managing Operators Managing Operators Managing Operators Managing Operators 


ATLANTIC GULF-WEST MISSISSIPPI VALLEY|MOBILE OCEANIC LINE|IORIOLE LINES 
AUSTRALIAN LINE (MEDITERRANEAN LINE! EUROPEAN LINE | Mobile, Pensacola, |irenval Ferg Sie 


Tampa, Jacksonville, Savannah. 















Philadel, Boston to Liv: 
Charleston to New Orleans — came. a, Foverighe Saili 
New York to Australian} London, Rotterdam, Antwerp ee Li LM Seon, Hampton Roads, New Yo 
and New Zealand Ports Monthly Sailings iverpool, Manchester, oe Avonmou 
ma Gulf Ports to Havre— Antwerp London, Havre, Antwerp, anes Cray todas 
Monthly Sailings Portuguese and Spanish Atlantic Pc Retesedem. Meseh + gg ee a 
Monthly Sailings 2 Sailings a Month B ? urg, te Gieewew. as at slgda y Y = ngs 
pa e Airican Ports (West of Basta) | MISSISSIPPI SHIPPING a Cork, Deblia, Belfast, Lendond 
ican Ports est o a. ° 
AUSTRALASIA S. S. CO. A Sailing every 20 days CO., (Inc.) WATERMAN S.S. CORP.|, ve onthly oo a i Debi, 
6-10 Bridge St., New York City] TAMPA INTEROCEAN . 8. CO. Paty 0 Mobile, Ala. ——, Saili 
Managing Operators 614} ati eaten ote Managing Operators Managing Operators CONSOLIDATED NAViGK HON C6. 
SOUTHERN STATES LINE 
PAN AMERICA LIN loa Gitnanetelammulions, Am TEXAS STAR LINE UNITED STATES LINES YAN KEE LINE 
iw Yak to sterdam. 2 Sailings a Month 





New Orleans to Bremen and] Houston and Galveston |N¢W York to Southampton |Baltimore, Hampton Roads, 








. nd Hamburg. 2 Sailings a Month A Sailing every 3 Weeks Philadelphia, Bost 
Rio de Janeiro);Santos, Galveston to Bremen and Ham to Slow Wess ieee ~ a 
Montevideo and "Ef sston and Giese] Havre and Antwerp dy ens.. 
Buenos Aires Bremen and Rotterdam Weekly Sailing ny oe semen 
2 Sailings a Month Bremen ian 
Houston to Bremen and Ham- mt 2 Sailings a Month 

Fortnightly Sailings burg. 2 Sailings a Month ae PEP — Weekly Sailings 

MUNSON STEAMSHIP LINE] CO. dine) ny * UNITED STATES LINES. ROGERS & WEBB 

67 Wall Street New York City) 925 nang naam ih Bldg., Houston, Texas 45 Broadway New York City|110 State Street Boston, Mass. 
Managing Operators Managing ocmatees Managing Operators Managing Operators Managing Operators 
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| UNITED D STATES SHIPPING: BOARD FLEET CORP. | 








1240 THE TRAFFIC WORLD Vol, XXXV, No. 20 _ 


Enlarge Your Territory 
By More Efficient Distribution 


Route Carload Freight Into These States 
for Central Warehouse Distribution 


ELECTRIC RAILWAYS 


Furnish L.C.L. Through Car Service from 
the Large Distributing Points 


EXPEDITE DELIVERY 


By Taking Advantage of This Plan. Write 


Central Electric Traffic Association 


L, E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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EDMONTON® 


a SASKATOON 


VANCOUVER 





9 WINNIPEG 


BTHIEF RIVER FALLS 


“PORTLAND 


MACKINAW 
city 


“MENOMINEE 










OMANITOWOC 


OMILWAUKEE 


FREIGHT SERVICE 


Between 


é:,..,,—~. All Points in the East and South 


a he Ce 
hit N 


ee vi and 
ERR | Northwest, Western Canada 
North Pacific Coast _ :. 





DAIRYING 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLI- 
CATE. This document must be delivered railroad — at initial point with the shipment and 


accompany same to Canadian port of entry.) 


WS is 









AGENCIES Pittsburgh, Pa., 2041 Oliver Bldg. 
y Boston, Mass., 40 Central St. _ Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 55 Third St. 
Buffalo, N. Y., 409-410 svaquels Bidg. Los Angeles, Cal., 605 So. Spring St. St. Louis, Mo., 2050 Railway Exch. Bldg. 
Chicago, Ill., 707 Standard Trust Bidg. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat'l Bank Bldg. 
940 Rookery Bidg. Milwaukee, Wis., 68 Wisconsin St. San Francisco, Cal., 675 Market St. 
| Chippewa Falls, Wis. 913 Majestic Bldg. Sault Ste. Marie. Mich. 
Cincinnati, O., 709 Traction Bide, Minneapolis, Minn., Soo ee Bidg., 5th St. Seattle, Wash., 608 2nd Ave. 
Cleveland, O., 915 Union Trust Bldg. and Marquette Ave. Spokane, Wash., 1006 Old Nat'l Bank Bidg. 
Detroit, Mich., 311 Free Press Ly Neenah, Wis. Superior, Wis. 
Duluth, Minn., 320 West Superior St. New York, N. Y., Woolworth Bidg. Tacoma, Wash., 1113 Pacific Ave. 
- Grand Rapids, Mich., 414 Linquist Bidg. Omaha, Neb., 1035 W. O. W. Bidg. Waukesha, Wis. 
Indianapolis, ind., 522 Merch. Bank Bldg. 


Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Winnipeg, Man., 603-604 Lombard Bldg. 
Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 


Cam S— = 
N 
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Where they reach 


THE TRAFFIC WORLD 


Announcement 


EADQUARTERS of Vice President 

in Charge of Traffic of SOUTHERN 
PACIFIC LINES will be established in 
Chicago on June 1, 1925. Offices will be 
on the tenth floor of the Straus Building, 
Michigan and Jackson Boulevards. 


Entrance at Room 1022 
Telephone Harrison 9682. 


Correspondence should be addressed 
to— 


T. M. Schumacher, 
Vice President in Charge of Traffic 
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